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INLAND WATERWAY ACTIVITIES 


In our issue of May 23 we commented on an inter- 
view with H. W. Seaman, member of the advisory board 
of the Inland Waterways Corporation, with reference to 
a survey to determine the advisability of extending the 
government barge line service to the upper Mississippi 
River, the Illinois River to Chicago, and the Ohio River. 
We argued against “more government in business” through 
the extension of the barge line service, attacked initia- 
tion by the government of a policy looking to the exten- 
sion of this service, and said that the Inland Waterways 
Corporation was proceeding like any other permanent 
government agency or bureau to do the thing assigned to 
it—and a little more. 

In view of the fact that the act of Congress creating 
the Inland Waterways Corporation provides, under cer- 
tain conditions, for extension of the barge line service to 
the upper Mississippi, and that recommendations for 
extending the service elsewhere may be made to Con- 
gress, we absolve the Inland Waterways Corporation 
from the charge that it is initiating a policy of expan- 
sion of waterway facilities. The issue, under the law, is 
before Congress, which must pass on any recommenda- 
tions looking to an expansion of the service, other than 
on the upper Mississippi, and what we said with respect 
to “more government in business” is applicable to the 
situation only as it applies to Congress. 

We are advised that H. W. Seaman and W. M. 
Jacoby, members of the advisory board of the Inland 
Waterways Corporation, recommended that a survey be 
made to determine whether or not the barge line service 
should be extended as indicated in Mr. Seaman’s inter- 
view. The Secretary of War directed them to study and 
report with respect to extension of the service to the 
upper Mississippi and on the Ohio River, but not as to 


the reports: 


1. State of channels and probable date at which common car- 
rier service could be safely inaugurated with prospects of success- 
ful operation. 


2. The character of traffic that may be expected to be carried 
on these streams. 


3. The location and character of terminals that should be 


built, both for local use and for interchange connections, both 
rail and water. 


4. The type of equipment that, in their judgment, should be 
employed, and the approximate extent and cost of the fleets that 
should be provided to initiate such service. 

After the accumulation of all the data and material 
for studies, this committee is to prepare the first draft 
of the report from the material at hand for further con- 
sideration. 

It has now developed that the Inland Waterways 
Corporation takes the position that the advisory board 
and its members do not speak for the corporation. 

“The Inland Waterways Corporation,” says Briga- 
dier-General T. Q. Ashburn, chairman and executive of 
the corporation, “regards statements of individual mem- 
bers of the advisory board as reflecting their own views, 
and no policy of the corporation will be announced until 
such time as the sub-committee has submitted its report 
to the board of advisors and this report has been made 
to the Secretary of War and the latter has acted on it. 
Insofar as the extension of service on any other waters 
than those now being utilized by the corporation’s opera- 
tions, and the upper Mississippi under certain condi- 
tions, is concerned, any approval of the Secretary of War 
for such extensions would then have to be acted on by 
Congress. 

“The Inland Waterways Corporation has no policy 
of extension at the present time. The best interests of 
the government can be conserved by carrying on the 
present operations until they are so successful as to net 
a 6 per cent return on the present-day valuation, and 
then disposing of the facilities as a going concern to 
private capital for a price based on a 6 per cent return on 
the investment. I believe that when the advisory board 
and the Secretary of War are a unit in their recom- 
mendations to Congress, that body must surely accept 
their combined judgment if they say, for example, that 
‘the time has come to initiate a barge line, a common 
carrier, 6n the Ohio, or on the Missouri,’ or whatever 
it might be.” 

The first two paragraphs of Section 3 of the Inland 
Waterways Corporation act, which was approved June 
3, 1924, follow: 


Sec. 3 (a). Until otherwise directed by Congress, the corpora- 
tion shall continue the operation of the transportation and terminal 
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facilities now being operated by or under the direction of the secre- 
tary of war, under section 201 of the Transportation Act, 1920, as 
amended, and shall, as soon as there is an improved channel sufficient 
to permit the same, initiate the water carriage heretofore authorized 
by law upon the Mississippi river above Saint Louis. 

(b) If the secretary of war deems it advisable to discontinue 
the operation of any part of the transportation or terminal facilities, 
or to develop and operate new lines, in order to give the public the 
proper service, he shall report thereon to Congress. The operation 
of any of such facilities shall not be discontinued and new lines 
shall not be developed or operated until authorized by Congress. 


Paragraph (d) of section 4 of that act, referring to 
the advisory board, provides that the board shall, from 
time to time, advise and make recommendations to the 
Secretary of War in respect of the management and 
operation of existing facilities, “or the development and 
operation of new lines.” 

Paragraph (d) of section 201 of the transportation 
act, referred to in the Inland Waterways Corporation 
act, follows: 


Any transportation facilities owned hy the United States and in- 
uded within anv contract made bv the United States for operation on 
the Mississippi river above St. Louis, the possession of which reverts 
to the United States at or before the expiration of such contract, 
shall be operated by the secretary of war so as to provide facilities 
for water carriage on the Mississippi river above St. Louis. 


Initiation of service on the upper Mississippi, under 
the Inland Waterways Corporation act, is made condi- 
tional on a finding that the channel will permit opera- 
tions and acquisition of the equipment that was leased 
to E. F. Goltra of St. Louis. The government sought a 
year or so ago to acquire control of this equipment, but, 
under a court decision, Mr. Goltra was permitted to 
retain it. 

In reporting the Inland Waterways Corporation 
bill, the House committee on interstate and foreign com- 
merce said, in part: 

After the enactment of this bill the secretary of war can operate 
the barge lines in accordance with the same business principles that 
would be followed by a private transportation company. And it is 
the opinion of the committee that if they can not then operate it 
successfully and at a fair profit private capital could not do so; 
that further expenditure of government funds for the improvement 
of our inland waterways would be useless and should be stopped. 

If the government, after making these rivers navigable, can not 
profitably operate a transportation system on them, then it is hopeless 
to expect private capital to do so, and Congress should no longer 
appropriate money from the public treasury for a useless purpose. 
Therefore the committee was of the opinion that this bill should 
pass in order that this pioneering demonstration might be conducted 


by the secretary of war until such time as its success or failure may 
be made apparent. 

We have expended $174,000,000 in improving the channels of 
the Mississippi river and its tributaries. We have authorized and will 
expend more than $75,000,000 to complete them. If Congress can, by 
the expenditure of the $5,000,000 authorized by this bill, demonstrate 
the wisdom or the folly of these expenditures from the public treas- 
ury, it seéms to the committee that the money would be well spent. 


It will be observed that the committee used the 
phrase “pioneering demonstration.” Does that contem- 
plate a substantial extension of the waterways service? 
Such “demonstrations” could be made to continue in- 
definitely, for there are many rivers in the United States. 
Is this government going to commit itself to a perma- 
nent policy of attempting to “demonstrate” that boats 
can be operated at a profit on inland waterways, to the 
end that private interests may take them over? If it 
succeeds with the project on the Mississippi to such an 
extent that private capital will take over the operation 
of the line, we think it will have accomplished the object 
of the “pioneering demonstration.” If it cannot succeed 


THE TRAFFIC WORLD 1439 


there we think further experiments ought not to be 
undertaken. 


MOTOR VEHICLE CONFERENCE 

The impression one gets from-reading of the Mid- 
West Motor Transport Conference, held in Chicago last 
week, is that here was a gathering of motor vehicle 
men, railroad men, and shippers, meeting on the theory 
that what is best for transportation as a whole should be 
done, and agreeing, in the main, that both railroads and 
motor vehicles have their place in transportation, that 
this place should be recognized by both, and that they 
ought not to regard each other so much as competitors 
as co-operating agencies. There was also the admis- 
sion on the part of the motor vehicle men that they 
ought to submit to reasonable regulation. 

That is the spirit in which our transportation prob- 
lems ought to be met, and such conferences as these 
serve an excellent purpose, both in developing the facts 
and in bringing about a proper spirit of co-operation. 
There is room for every agency of transpotration in this 
country—the railroads (steam and electric), the water- 
ways, the motor vehicle and the air machine. The prob- 
lem is to determine just what field each should occupy, 
how it should be regulated, and to see to it that in its 
development it be not allowed undue advantage over 
another. Some of the railroads are showing business 
judgment and foresight by, instead of fighting the motor 
vehicle as a competitor, taking it and using it themselves. 
There is a wide field for this sort of use and, in our 
opinion, a proper conception and utilization of this fact 
will do much to lift the railroads out of some of their 
financial difficulties. They must do what other business 
men do—move with the times and take advantage of 
new inventions and new methods. Otherwise the gob- 
lins get them sooner or later. On the other hand, the 
motor vehicle manufacturers are wise in realizing that 
they are not to be regarded as a favored class, and that 
if they are to be allowed to participate in the business 
of moving freight and passengers, they must submit to 
the same sort of regulation that governs the railroads 
and that it is to their real interest to do so. 


THINKING THINGS THROUGH 

One of the most striking characteristics of man is 
his inability or disinclination to “think things through.” 
Sometimes this results from sheer ignorance or mental 
helplessness; sometimes from laziness and inability to 
perceive the importance of action; sometimes from cow- 
ardice. 

A case in point: Ata recent meeting of the Traffic 
Club of Chicago, called for the purpose of taking action 
on a resolution proposed by the Associated Traffic Clubs 
of America condemning political rate-making and call- 
ing for the repeal of the Hoch-Smith resolution of Con- 
gress, there were two hundred members present. On 
the only question where the vote was counted—the 
question being on the adoption of an amendment strik- 
ing out all reference to the Hoch-Smith resolution, the 
effect of which was to withhold approval of the Chicago 
club from the resolution proposed—there were thirty- 
seven votes cast. Some of those who did not vote were 
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shippers. They appeared not to know what the discus- 
sion was about or to have no interest in it. The larger 
number of those who did not vote seemed to be railroad 
men. Probably an equal number of them were ignorant 
or not interested. But it was pretty generally believed 
that many of the non-voting railroad men kept their 
seats because they feared to antagonize the National 
Industrial Traffic League, many of the officers and lead- 
ers of which were present, working against the traffic 
club resolution. But be that as it may, they did not 
vote. The only other vote taken on this subject was on 
the final adoption of the resolution as denatured. There 
was no count, but there appeared to be even a smaller 
number of persons voting than on the other motion. 
Seems almost hopeless, doesn’t it? It would be if other 
clubs were like this one, but in many of the other clubs 
the greatest interest is being taken in this question and 
the members are alive to its importance. 





SELL THE SHIPS 

Mr. O’Connor,’ chairman of the Shipping Board, 
seems to have interpreted correctly public opinion in 
favor of selling the government-owned ships—the use- 
less ones to the junk dealer and the useful ones to pri- 
vate operators—for whatever price can be obtained. At 
any rate, that ought to be public opinion, and we hope 
it is. The public does not want the government in the 
shipping business and it does not want a lot of useless 
ships eating their heads off, whether the government is 
in the shipping business or not. We have preached this 
doctrine for a long time and have frequently been sub- 
jected to Mr. O’Connor’s displeasure because of our 
policy. He is frank to say, however, that he learns as 
he goes along and that he is not above changing his 
mind. He and his colleagues have been somewhat too 
much inclined to attribute opposition to a government- 
owned merchant marine to ulterior motives, but, per- 
haps, now that he takes the same view himself, he may 
not be so ready to suspect the motives of those with 
whom he is now in agreement. Of course, the policy of 
aid to a privately owned merchant marine that shall be 
adopted by the government is another matter. But the 
first step is to get rid of the ships. 


R. R. EXPENDITURES 


Expenditures made by Class I railroads in 1924 for wages, 
materials and supplies and for improvements totaled $4,847,700,- 
000, according to reports for the year just received by the 
Bureau of Railway Economics. In a statement on the subject 
the bureau said: 


A large part of this sum went directly to the industries of 
the United States, through which source it reached the wage- 
earners, contributing, to a large extent, to the prosperity of the 
nation. The principal expenditures of the Class I railroads in 
1924 were divided as follows: 


Wages paid for maintenance and ‘operation ei beteacaeteins $2,629,902,000 
Materials purchased, including fuel.................. 1,343,055,000 
Capital expenditures (including new equipment and 


improvements) .... 874,743,000 


ad 


| eg ee ee et ere ee ee ee $4,847,700,000 


This amount, however, does not include approximately $340,- 
000,000 paid in taxes by the railroads, or an average of $929,000 
per day, compared with a daily average of $909,000 in 1923. It 
also does not include $510,000,000 paid out in interest charges by 
the Class I carriers, or $310,000,000 paid out in dividends. 

The total principal expenditures of the railroads in 1924 was 
a decrease of $735,400,000 compared with 1923. 

Of the total amount, the railroads paid out $2,629,902,000 in 
wages for operation and maintenance work during the year, while 
capital expenditures, including new equipment and improvements, 
totaled $874,743,000. 

Fuel, as well as materials and supplies, cost the railroads 
$1,343,055,000 in 1924, a decrease of 395,648,000, or 23 per cent, com- 
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pared with 1923. This decrease under the year before resulted 
in part from the fact that the railroads purchased less materials 
in 1924 than in 1923, due to the somewhat smaller programs for 
maintenance and additions and betterments, on one hand, while 
some of the stocks in storage were drawn out heavily during the 
year. At the same time greater efficiency in operation played no 
small part in reducing the consumption of train and engine sup- 
plies. Declines in the unit cost of many materials during 1924, 
particularly bituminous coal, the largest single item purchased 
by the railroads, also had the effect of reducing the amount of 
expenditures. 

Fuel during 1924 cost the railroads $471,656,000, a decrease of 
nearly 24 per cent under the year before. This decrease was 
brought about through a reduction in the actual number of units 
purchased, due to greater conservation in the use of coal, as well 
as the fact there was a decrease of 6 per cent in the volume of 
freight traffic moved during the past year compared with 1923. 

Bituminous coal alone cost the railroads $373,483,000 in 1924, 
a total of 126,372,000 net tons having been purchased, compared 
with $519,007,000, which was paid for 154,902,000 tons in 1923. Thus 
while 18 per cent less tons were purchased during 1924 than the 
year before, the total outlay was 28 per cent less. 

The outlay for anthracite coal in 1924 was $14,497,000, or 20 
per cent less than in 1923, while only about 7 per cent fewer tons 
were purchased. 

Class I railroads in 1924 purchased approximately 26 per cent 
of the total bituminous coal production of the United States and 
5.2 per cent of the anthracite production. 

The railroads in 1924 expended $180,872,000 for forest products, 
a reduction of 22 per cent under the year before. Of that amount, 
$111,442,000 was spent for crossties, 11 per cent less than in 1923, 
while 14 per cent fewer ties were purchased during the past year 
compared with the year before. 

More than 27 per cent of the total steel production of the 
United States was purchased directly by the railroads or for them 
through equipment manufacturers in 1924. Total expenditure 
for iron and steel products made direct by the railroads during 
the year was $365,610,000. This was 21 per cent less than the 
expenditure for that purpose in 1923. In tonnage, the railroads 
purchased nearly 21 per cent less than the year before. d 

Approximately 2,210,800 barrels of cement were bought di- 
rectly by the railroads during the past year, 8.5 per cent less 
than the year before. The total purchase price in 1924 was $5,141,- 
000, or 16 per cent less than 1923. This does not include, however, 
direct purchases made by contractors engaged in railway con- 
struction work. : 

Approximately 14,265,000 cubic yards of ballast were purchased 
in 1924 at a cost of $12,608,000. As many carriers maintain their 
own gravel pits and quarries where they meet their requirements 
for ballast without purchasing in the open market, the quantity 
recorded as purchased in 1924 is considerably less than is utilized 
by them each year for maintenance and construction work. 

Lubricating oil and grease cost_ $13,158,000 during the past 
year, a decrease of 2,520,000 compared with the year before, while 
for brass, copper, zinc and various other non-ferrous metal prod- 
ucts needed in railway operation, the railroads spent $39,049,000, 
32 per cent less than was spent on the same account in 1923. 


TRANSPORTATION BY AIR 


Points to be considered in the establishment of air lines for 
the transportation of mail or freight and passengers are outlined 
in a bulletin issued by the Department of Transportation and 
Communication of the Chamber of Commerce of the United 
States. The bulletin suggests that cities contemplating such 
projects have careful surveys made of the commercial as well as 
the technical conditions affecting the routes and terminal facil- 
ities. Continuing, it says, in part: 


Among the things to be considered in such a survey is the need 
for landing fields near the business centers, or near good rail, water 
or motor communications with such centers, in order to compete 
with other forms of transport on short-distance flights. The time 
between shipper and addressee is the important feature and not be- 
tween airports only. In the larger centers near-by landing places 
may be established as ports of call, with the main terminals lo- 
cated farther out. 

There is a need for well marked air lanes, and the smaller towns 
should co-operate by distinctly marking one or more prominent build- 
ings to guide the aviator when off his course in storm or fog. Lighted 
airways and frequent landing places are also necessary, night flying 
being éssential for safety and for the saving of business time. 

Landing places scattered over the country are beneficial to the 
itinerant service but the needs of regularly organized route services 
should come first. Municipal airports will go far toward attracting 
commercial air lines but a study of the economic situation in order 
to determine in advance the possibilities of securing sufficient regular 
cargo to insure the financial success of the undertaking is of prime 
importance. The original cost of equipment and the cost of upkeep 
- through lack of operating data, still practically unknown quan- 
tities. 

The recent activities in aeral transportation, especially the one 
from Detroit to Chicago, are linking experiments with useful service 
from which should come dependable and much needed data on the 
actual cost of operation. 

There are indications in many parts of the country of activity 
in preparing for commercial air lines. Each community should con- 
sider what it can offer in the way of continuous cargo for such a 
line, as obviously an operator could not long continue unless there 
is sufficient revenue to put this service—which is highly expensive 
in operation, upkeep and depreciation—on a paying basis. During 
the initial stages of commercial air transport development, only ex- 
ceptionally high value or emergency freight can afford to pay air 
transportation rates, but as costs of operation are reduced more 
and more kinds of freight will be available for this service. 


GUARANTY SETTLEMENT WITH P. R. R. 


The Commission has certified to the Secretary of the Treas- 
ury that $12,250,596.39 is due the Pennsylvania Railroad in final 
settlement on account of the guaranty for the six months after 
the end of federal control, under section 209 of the transporta- 
tion act. The Commission found that the total amount neces- 
sary to make good the guaranty was $65,250,596.39. Advance 
payments brought the amount now due down to $12,250,596.39. 
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| Current Topics 


in Washington 


Criminal Phase of Commission Work.—This week’s news 
from the courts has served to direct attention to the penal side 
of the Commission’s activities. It cannot be said the Commis- 
sion prosecutes railroads and shippers under the criminal sec- 
tions of the law, because all prosecutions necessarily run in the 
name of the United States and are under the supervision of the 
Department of Justice. In a way of speaking, the Commission 
is the prosecuting witness. It does furnish the witnesses, but 
it does more than that. On account of the technical nature of 
the cases, it is practically forced also to provide the prosecuting 
attorneys. It may or may not be a reflection on the average 
federal district attorney to say that he is not competent to 
conduct a prosecution under the interstate commerce law or 
related statutes. In the first place, the average district attorney 
is a political appointee, who, too often, has an eye on more 
lucrative employment. It is also common talk among those inter- 
ested that that accusation does not miss the heads of some 
federal judges. In passing, however, it may be observed that 
Commission men are not averse to quitting public service to 
take up the practice of the law. But it does seem strange that, 
after nearly forty years, of regulation of railroads, so few men 
with even a bowing acquaintance with the interstate commerce 
law, get to be either district attorneys or federal judges. The 
fact, however, is indisputable. Therefore, it is necessary for 
J. J. Hickey, chief of the Commission’s bureau of inquiry, to have 
a staff of lawyers able to draw an indictment that will hold 
water, obtain the witnesses, and then take charge of the cases. 
In other words the Commission is being compelled to build up a 
law service, on the criminal side, that already nearly, if not 
altogether, matches, in numbers, the staff under Chief Counsel 
Farrell. Were the Commission to depend on the ordinary lawyers 
for the government, it would be in a maze of conflicting con- 
structions of the statute it administers. The Department of 
Justice keeps Blackburn B. Easterline employed practically all 
the time on cases arising under the interstate commerce act. 
He appears for the government, while Mr. Farrell, or one of his 
assistants, appears for the Commission—usually a respondent, 
or if not made a respondent by the complainant, an intervening 
respondent under the statute. While the Commerce Court was 
in existence there was a distinct impression at the Department 
of Justice, and in the court, too, that the Commission should not 
be allowed to be represented by counsel other than such as 
might be designated by the Attorney-General. The Commission, 
however, desired to have its views presented to the courts by 
its own men, who knew the law from the inside out and not from 
the outside in. It got its way. It is no reflection on Mr. Ester- 
line to say that the justices of the Supreme Court always desire 
to know what the Commission thinks about a case. They have 
krown Mr. Farrell for years and know that he has that fa- 
mniliarity with the construction placed on the statute by the 
men who devote their whole time to its administration that 
comes from daily contact—and the fighting out of questions in 
the conferences of the commissioners. That is something no 
man from the Department of Justice could have, unless he 
practically divorced himself from that department and put in 
his time on Commission cases from the time of their initiation. 
The members of the Commission’s law staff do not get into a 
case after it is certain that it will go to the courts. They grow 
up with it as it develops in the Commission. Therefore, when 
they get into court, they are dealing with something they have 
known about since the beginning. Justices Brandeis and Butler, 
of the Supreme bench, before their appointment, practiced be- 
fore the Commission. Therefore, when they write opinions 
about the law the Commission administers they are sure of the 
technical side—even when, as in the Gulf Refining case, they 
upset the regulating body as completely as if it were a mere 
amateur in that phase of the law. 





Western Roads and Hoch-Smith.—Apparently, the best in- 
formation concerning the Commission’s view as to the plea of 
the western roads for more revenue is that, thus far, it has 
not hit on a conclusion as to what it can and should do in that 
matter. So far as known not one commissioner holds the view 
that the applicants are in such condition as to warrant an order 
telling them to go home and thank their stars they are so well 
off. The contrary seems more nearly to represent the concensus. 
The possibility of the Commission having to tie that petition 
to Docket No. 17000 has been recognized from the start, The 
commissioners, it is believed among those who have been fol- 
lowing the matter, to some extent also believe that the con- 
dition of some of the western carriers is due, in a measure, to 
the influence of the Gooding agitation for a rigid fourth section— 
that is to say, they know that, if fourth section relief had been 
granted more freely, the condition of the northern transcon- 
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tinental lines probably would be better. But how the Commis- 
sion is to deny the revenue to the northern transcontinental 
carriers that would come if they were permitted to haul to the 
coast at rates lower than imposed at intermediate points, and 
at the same time lower rates on such traffic as is permitted to 
move, is something that has not been figured out. The Com- 
mission has said nothing on the subject. There is nothing more 
than gossip as to what has been going on in the conferences. 
However, it is admitted that taking the Hoch-Smith resolution 
and the fact that the agitation for a rigid fourth section has 
caused the northern transcontinental carriers to have less rev- 
enue than they would have had there been a more liberal fourth 
section policy together, has given the Commission a problem 
the handling of which is one of the hardest things it has ever 
had placed before it. Fundamentally, the question is how the 
Commission can lower rates for the wheat farmers of Idaho and 
Montana in compliance with the theory that that is the meaning 
of the Hoch-Smith resolution, and at the same time forbid the 
railroads that serve them to get money from traffic that must 
move over them, on a strictly competitive basis, if at all, in 
disregard of the fourth section. 





Ford’s Admirers Again Figuring—Were Henry Ford to try 
to live up to the assertions of his admirers, he would soon be 
yelling for financial help from John D. Rockefeller and all the 
other well-to-do men of the world. His air freight line between 
Detroit and Chicago this week caused an admirer to write a 
head line for a story about what six weeks of experience with 
that line had taught. “Henry Ford’s Freight Line Shatters 
Freight Rates” was the top line. The rest of the type indicated 
that the cost of carrying freight was about 8.5 cents a pound, 
which the head-liner assured his readers was from one-third 
to one-fourth less than the freight rate, It has been too hot to 
dig into Eugene Morris’s publications to find out what the first 
class freight rate between those points, about 285 miles from 
each other, may be. It is sufficient to observe that for $8.50 
a hundred pounds, freight might be sent from New York to San 
Francisco, all-rail, and about half way back to New York. The 
express rate might be something like $8.50 a hundred pounds 
from New York to Pacific coast points, but where the man got 
the idea that $8.50 a hundred pounds was from one-fourth to 
one-third less than the freight rate from Detroit to Chicago, is 
something that cannot be even suspected. Perhaps some one 
told the head-liner that the freight rate, averaged for the country 
as a whole, might approach 12 mills a ton a mile, and he got 
it into his head that it was 12 cents a pound for the distance 
between Chicago and Detroit and then did some figuring on that 
basis. Regardless of how the figuring was done, if Henry Ford 
had to make good on the implied promise to the public that the 
Ford air line would haul freight cheaper than the railroads, all 


the money in the world would not enable him to make good 
even for a little while. 





What Would Be Seemly?—No matter what a President of 
the United States may do in the matter of traveling, that thing 
is likely to cause adverse comment. When he rode on special 
trains furnished by the railroad companies it was deemed a 
scandal. Theodore, Roosevelt stopped it. He not only stopped 
the free travel for the President but for all other men in or near 
public life. Then he asked Congress to give him $25,000 a year 
to be used in paying his travelling expenses. Cofigress allowed 
its own free passes to be cut off and gave Roosevelt the money 
that made it unnecessary for him to spend any money in paying 
bills for travel. The special train habit was continued until 
Calvin Coolidge decided he would travel just as any other citizen. 
The train on which he rode as such ordinary citizen had the cor- 
ridors of its cars nearly worn threadbare by other fellow citizens 
parading through the car in which the President was riding, each 
hoping to see him. Now he is going to Minneapolis, but the 
Baltimore and Ohio declines to carry him as an ordinary citizen, 
although that is all he is paying for. It is going to have him 
travel on the second section of the train he has picked out for 
himself. The railroad does not officially decline to treat him as 
an ordinary citizen. It is, however, the judgment of its traffic 
officials that on that day there will be so much travel on that 
train that they will need to run it in two sections. The second 
section, it is figured, will be made up of a diner, a car for the 
President’s immediate party, another for the newspaper corre- 
spondents, and a club and observation car for those on that sec- 
tion, so they will have accommodations the same as those on 
the first section. In that way the carrier, for its own conveni- 
ence, will give the President what, in everything other than 
name, will be a special train. And there are growls about that 
in the nature of suggestions that something unlawful will be 
done because, for the price of ordinary travelling, the President 
of the United States will have a train that will make it possible 
for the railroad company to see to it that he is not stared at like 
an animal in a cage. 





Marshall’s Thrust at the Primary.—Thomas Riley Marshall, 
dead and buried, may become a force moving toward the aboli- 
tion of the primary system of nominating candidates for public 
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office. In a letter to Josephus Daniels, editor of the Raleigh 
Observer, Marshall wrote, in 1920, that he was not a candidate 
for the Presidential nomination, saying: “I belong to that school 
which believes the presidency is too exalted an office to be put 
up, through the primary, for sale to the biggest money bag or the 
most inflated gas bag.” Thereby, those who do not believe the 
primary to be anything other than a step backward, are con- 
vinced that Marshall gave one of the most convincing arguments 
against that system that has ever been written. The average 
man has so little time to devote to politics and so few honest-to- 
God advisers, that the inevitable result of the primary system, 
if it is continued, is to throw the prize to the biggest money 
bag or the most inflated gas bag. Money bags and gas bags 
are about the only type of men the average man can hear about. 
Marshall was old enough to remember when the south had an 
overwhelming proportion of statesmen in both House and Sen- 
ate, as a result of the convention system—a system that brought 
together the local leaders who had the time and the opportunity 
for a real appraisement of the candidates. In the last twenty 
years the south has had a larger collection of wind bags in the 
two houses than any other part of the country. The northern 
descent into mediocrity, seemingly, has not been so rapid, but it 
may be accelerated. The primary offers no opportunity for the 
local leader to go as a delegate to a convention where he must 
pit his wits against those of delegates from other districts and 
counties, for the selection of the strongest man to put on the 
ticket. Of course, with the primary, came the direct nomination 
and direct election of senators, with the result that disgusted a 
man like Marshall. He may not have been a great statesman, 
but one of the things known about him in Washington was that 


he did not bow the knee to bunk, brag, bluster, and blah-blah.— 
A. E. H. 


HOCH-SMITH AND CLASS RATES 


The Trafic World Washington Bureau 


Counsel for the southern carriers have filed a petition in 
No. 13494, Southern class rate investigation, asking that “cog- 
nizance be taken of the requirements of the Hoch-Smith joint 
resolution.” They say that, since the case was argued and sub- 
mitted, the Hoch-Smith resolution became law and that, there- 
after, the Commission instituted its rate structure investigation. 
They ask that the brief of the southern carriers filed in the 
rate structure investigation be read and considered in connec- 
tion with this petition. Continuing, counsel say: 


The southern carriers have suggested that this Southern Class 
Rate Investigation, Docket No. 13494, now pending before this Com- 
mission, and the proceeding already had therein, will obviate the 
necessity of any further immediate hearings concerning class rates 
in the southern rate group in Docket No. 17000; and they now desire 
to urge that whatever investigation may be had or action taken 
under Docket No. 17000 in southern territory, nothing should be 
done meanwhile in the Southern Class Rate Investgiation, Docket 
No. 13494, which would prevent the Commission from ordering in- 
creases in all class rates within the scope of that investigation, or 
which would close this avenue of securing increased rates and 
revenues, if any remodeling of the rate structure should subsequently 
be made under and in pursuance of the Hoch-Smith resolution. 

The proposed report submitted by Commissioner Eastman in this 
proceeding, Docket No. 13494, if adopted and made effective, would 
require every material reductions in class rates and the revenues 
resulting therefrom. The extent of these reductions, as indicated by 
the traffic test for the month of April, 1924, is set forth at some length 
in the supplemental brief filed on or about January 5, 1925, on be- 
half of the southern carriers in this investigation. Without repeat- 
ing what is there said, but emphasizing the fact that very sub- 
stantial reductions in rates and revenues would follow the adoption 
of said proposed report, the southern carriers now take this oppor- 
tunity to urge again most earnestly that no reductions whatever 
be made in the class rates proposed by the carriers in Docket No. 
13494, or in the rates on traffic which should move on the class- 
rate basis, whether applicable between points in the southern group 
or upon interterritorial traffic, especially in view of the requirements 
of said joint resolution as interpreted in the Commission’s order 
inaugurating the Rate Structure Investigation. The southern car- 
riers respectfully insist that the class rates, upon both intraterri- 
torial and interterritorial traffic, should be on a level that will not 
only provide revenue commensurate with the service performed, but 
that will make the traffic which moves under class rates, and which 
is the most valuable and the highest-class of all traffic, reasonably 
bear its proper share of the so-called ‘‘transportation burden.” In 
the light of the Resolution, either one of two courses might be 
adopted by the Commission: 

(1) To take such action with respect to all class rates embraced 
in Docket No. 13494, Southern Class Rate Investigation, as may be 
necessary and appropriate to place such rates upon a proper level 
commensurate not only with the expensive character of the service 
to the carriers, but the value thereof to the shipper or consignee, 
having in mind the fact that traffic moving under class rates is 
the most valuable and highest-grade traffic handled by the car- 
riers, that the freight rate thereon is relatively insignificant in 
amount as compared with the value of the articles generally trans- 
ported under class rates, and that, therefore, the measure of the 
rate can have but little, if any, influence upon the freedom of move- 
ment of the traffic; 

(2) To postpone any decision in the Southern Class Rate In- 
vestigaton, Docket No. 13494, until the Commission shall have com- 
pleted its investigation under Docket No. 17000, to the end that the 
class rates and the rates on related traffic falling within the scope 
of the Southern Class Rate Investigation, Docket No. 13494, shall 
not be determined or fixed until the Commission shall have reached a 
decision under Docket No. 17000, Rate Structure Investigation, with 
respect to the course to be pursued within the southern group, or 
concerning interterritorial rates applicable to and from that group. 
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Petitioners do not believe that further hearings are necessary 
at this time in the Southern Class Rate Investigation, Dockét 13494, 
provided final decision be not reached therein without giving con- 
sideration to the requirements of said Resolution. Accordingly they 
respectfully petition the Commission as follows: 

First: That in disposing of the Southern Class Rate Investigation, 
Docket 13494, the Commission will keep in mind the requirements of 
said Resolution and the matters brought to the attention of the 
Commission in this petition, including the alternate courses outlined 
in Paragraph IV hereof; : ’ 

Second: That, in any event, this Commission will decline to 
sanction any scheme of rates or readjustment of the class-rate struc- 
ture, falling within the scope of this investigation, that would result 
in reducing the revenues of the carriers from the traffic affected by 
such revision; and particularly will decline to sanction the reduc- 
tions in rates and revenues that would result under the tentative 
report heretofore filed herein. To that end petitioners pray that 
the Commission will scrutinize the results disclosed by the traffic 
test for the month of April, 1924, and the analysis thereof made in 
the supplemental brief of the southern carriers, filed on or about 
January 5, 1925, and will make such disposition of this investiga- 
tion as will not only prevent any loss in revenue whatever from 
any readjustment of class rates required herein and will at least 
provide for a margin of safety for the carriers; but at the same time 
will keep open this avenue for increasing the rates on and revenues 
derived from class-rate and related traffic, should ‘that step be- 
come necessary as a result of the Commission’s investigation under 
Docket No. 17000, Rate Structure Investigation; 

Third: That the Commission consider and read with this petition 
the brief filed on May 15,°1925, on behalf of the southern carriers 
in Docket No. 17000, Rate Structure Investigation; and 

Fourth: That any and all such further relief may be accorded 
to petitioners in the premises as to the Commission may seem neces- 


~_, or proper, or to which petitioners may show themselves en- 
itled. 


CAR SUPPLY IN WEST 


While the car supply situation in the West appears to be 
adequate to handle the crops this season without delay, the car 
service division of the American Railway Association is seeking 
the cooperation of the railroads and shippers to prevent conges- 
tion, according to a letter sent to members of regional advisory 
boards by L. M. Betts, manager of the closed car section of the 
association. The letter, in part, follows: 


The grain movement commences about July 1 in the southwest 
with the harvesting of winter wheat, follows the harvest north 
through Oklahoma, Kansas, and Nebraska and reaches the spring 
wheat States of the Northwest in August. There is a correspond- 
ing movement of lesser volume in the Central States and in the 
far Northwest. The peak of the grain movement occurs between 
July and October, depending upon market conditions. 


Preparations for this movement consist of building up the 
supply of box cars on western roads, particularly the system cars 
of these lines and the assembling in grain loading territory of a 
supply of cars fitted for bulk grain loading. An ample supply of 
suitable cars with locomotives in condition for heavy services 
assures a successful crop movement. 


The attached statement (omitted) shows a very satisfactory 
location of cars as between different sections of the country, both 
as to total number of box cars on line available for service and 
the number of system cars on home roads. The latter factor is of 
particular importance to western lines, since their box cars are 
built and maintained with special reference to suitability for bulk 
grain loading. In spite of total car loadings to date this year, 
exceeding all previous figures for these months, the western lines 
today have in their possession nearly the full number of cars 
owned and a larger ratio of system cars on home lines than ever 
before on record, even in comparison with periods of business 
inactivity. 

Summarized, the statements show: 


Box cars on western roads equal to 95.0 percentage of owner- 


ship, compared with 92.1 per cent a year ago, an increase of 12,034 
cars on line. 


Out of every thousand cars owned by western roads 677 are 


on home lines, compared with 628 a year ago, and 393 of the same 
date in 1923. 


Eastern and Southern roads had 16,966 or 21.5 per cent fewer 


western box cars in their possession as of May 1 than as of the 
same date last year. 


Box cars surplus on western lines for the second week of May 
averaged 83,307 cars per day, compared with 66,546 cars per day 
for the same period last year. Box cars assembled for grain load- 
ing on sixteen of the principal western roads totaled as of May 15, 
23,302, as compared with 22,444 as of the same date last year. 


The car distribution a year ago at this time was considered 
remarkably favorable, and as a direct result one of the largest 
grain movements in history was handled without car shortage of 
the slightest consequence at any point. This year, in spite of 
somewhat heavier business being handled, the location of cars 
shows a considerable improvement over last year. It is highly im- 
portant that this satisfactory condition be maintained, and you 
will contribute materially to the accomplishment of this by ob- 
serving the following sugestions, which are repeated from the 
letter issued a year ago: 


1. In Western Territory: 


(a) Restrict the loading of Western owned cars to points in 
Western territory as far as practicable. 

(b) Specialize on using Eastern and Southern ownership cars 
for loading to home territory, instead of loading Western cars 
away from home. 

In Eastern and Southern Territory: 

(a) Load Western cars to home lines and home territory. 

(b) Any Eastern or Southern cars used for Western loading, 
as far as practicable, should be cars in such condition that they 
can be used for return loading of grain or flour. 

These favorable conditions, taken in connection with the pros- 
pect of a somewhat lighter initial movement of grain on account 
of an expected reduction in the yield of winter wheat, would seem 
to fully justify confidence in the ability of the railroads to satis- 
factorily protect the situation. Your continued interest and co- 


operation, however, are solicited to insure a successful fulfillment 
of this prediction. 





Jur 
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RELIEF GIVEN ON VINEGAR 


With Commissioner Campbell dissenting, the Commission, 
acting through Division No. 2, composed of Commissioners 
Aitchison, Esch and Campbell, has given conditional] fourth sec- 
tion relief on vinegar from Oklahoma City, Okla., to points in 
Texas. The reasons for giving the relief are set forth in a 
report on fourth section application No. 12567, filed by F. A. 
Leland in behalf of carriers parties to his I, C. C. No. 1590. They 
asked for authority to establish and maintain rates on vinegar 
without observing the long-and-short-haul part of the fourth 
section. The lines desiring relief were the Frisco, Katy and 
Rock Island. The Oklahoma Traffic Association intervened in 
behalf of the application, except in one particular. The ap- 
plicants desired relief so as to put themselves on a footing of 
equality with carriers serving shippers at Shreveport and intra- 
state in Texas, where there is fourth section relief. In conclud- 
ing its discussion of the application, the Commission said: 





Applicants introduced evidence showing average revenue and ex- 
pense per ton mile and per car mile and other statistics on rail-line op- 
erations, as indicating that the competitive rates would be reasonably 
compensatory. However, distances over many routes are two or three 
times or more greater than distances over the direct routes. It is 
manifest that unless some reasonable limit is placed on the degree 
of circuity this requirement of the law would not be met. Applicants 
will be authorized to establish and maintain over all routes from 
Oklahoma City, Okla., to points in Texas, the lowest rates applicable 
over any route but not lower than the scale published in tariff of 
F, A. Leland, Agent, I. C. C. No. 1590, and to maintain higher rates 
at intermediate points, provided that the rates at the said inter- 
mediate points shall not exceed the rates in said scale, and shall in 
no case exceed the lowest combination; and provided further, that 
the relief granted shall not include routes more than 70 per cent longer 


than the direct lines or routes between the competitiv nts. 
other relief will be denied. “ ee 


In his dissent, Commissioner Campbell said: 


The action of the majority in granting relief to all routes not 
exceeding 70 per cent circuity and their failure also to make such 
relief subject to the equi-distant provision of the amended fourth 
section does not have my approval. Where relief is granted in con- 
nection with mileage scale we should apply a formula which will 
make it reasonably certain that the rate via the direct line will not 
become less than reasonably compensatory when applied via a cir- 
cuitous route. By supplemental order in Brick & Clay Products in 
the South, 88 I. C. C, 543, we limited the relief to 70 per cent circuity 
where the short line distance is 150 miles or less and to 50 per cent 
circuity where the short line distance is over 150 miles. There is no 
evidence in this situation to warrant more liberal limitations here 
than were provided in the case referred to. The failure of the ma- 
jority to make the relief granted subject to the equi-distant clause 


is to my mind in direct conflict with th 
amended fourth secton. ee a oe 


The relief decided upon is carried in fourth section No. 9146. 


RELIEF FOR WEST SIDE LINES 


In a report on fourth section application No. 12542 on class 
and commodity rates from New Orleans and other points to 
northern destinations, mimeographed, the Commission has 
granted the application of the carriers having routes west of the 
Mississippi river for authority to establish rates on classes and 
commodities from New Orleans and points taking the same rates 
or arbitraries higher, to destinations north and east of Kansas 
City and west of the Indiana-Illinois line, without observing the 
long and short haul part of the fourth section except on asphalt. 
The authority is granted in fourth section order No. 9141. 

The application was made by the Kansas City Southern and 
other carriers. The destination territory was described as the 
area bounded on the south by the Chicago & Alton, from Kansas 
City, through Mexico, Mo., and Roodhouse, Ill., to Springfield, 
Ill., and the Wabash from the last named point, to Danville, II1., 
on the east by the Illinois-Indiana line and a northerly extension 
thereof, on the west by the Chicago Great Western from Kansas 
City to Des Moines and the Rock Island from Des Moines to 
Minneapolis and on the north by the Canadian border. The 
routes involved are the Louisiana Railway & Navigation, South- 
ern Pacific lines, the Orient and the Texas & Pacific as originat- 
ing lines, the Kansas City Southern and Texarkana & Fort 
Smith as intermediate carriers, and the Alton, Burlington, Chi- 
cago Great Western, the Milwaukee and the Wabash as the prin- 
cipal delivering lines. 


No one opposed the application. The New Orleans Joint 
Traffic Bureau testified in favor of the grant of the application. 
The application would permit the re-establishment of rates which 
were canceled, erroneously the carriers said, about November 1, 
1923, after the issuance of supplemental fourth section order No. 
7542 in connection with Memphis-Southwestern case, 80 I. C. C., 
157. In that order the Missouri Pacific and other carriers with 
routes west of the river but east of the Kansas City Southern 
were given relief. The present applicants said the grounds upon 
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which the nearer west side line were given relief also pertained 
to them. 

The witness for the applicants said that in the 22 years in 
which they participated in traffic on the rates they proposed to 
re-establish the earnings therefrom were reasonably compensa- 
tory, particularly as the trains northbound were generally lighter 
loaded than the ratings of the locomotives drawing them war- 
ranted. They said that additional tonnage could be handled with 
but little or no increase in expense. 

The Commission discussed the cases bearing on the subject 
and came to the conclusion that there should be no relief on 
asphalt, because since the effective date of the decision in fourth 
section order No. 8772, American Asphalt Roof Corporation vs. 
Santa Fe, 81 I. C. C., 522, the rates on that commodity had con- 
formed to the fourth section. The finding of the Commissien is 
as follows: 


In accordance with the foregoing findings (in the asphalt case) 
relief will be granted the applicants herein, according as they par- 
ticipate in the transportation over routes via the Kansas City South- 
ern and its connections, to establish rates on classes and commod- 
ities, except asphalt, from New Orleans, La., and points taking the 
same rates or arbitraries higher to points in the destination territory 
described in the application the same as the contemporaneous rates 
on Ike traffic from and to the same points via the east-side routes, but 
not lower than 90 per cent of the present rates via such east-side 
routes from and to the same points. This relief is granted subject to 
the condition that the present rates at intermediate points shall not 
be increased except as authorized by us and shall in no case exceed 
the lowest combination, and to the further condition that no rate 
shall be established which shall be lower than the present rate on 
asphalt from and to the same points. The relief granted is not 
made subject to the equidistant clause of the fourth section for 
the reasons stated by the commission in Memphis-Southwestern In- 
vestigation, 77 I. C. C. 473, 522. An appropriate order will be entered. 


Commissioner Campbell dissented on account of the circuity 
of the routes, some, he said, being 60 per cent longer than the 
direct ones. His idea was that even if relief were granted it 
should be subject to the equidistant clause. He dissented in the 
Memphis-Southwestern Investigation, 77 I. C. C., 478, for the 
same reason, he said. He also disagreed with the interpretation 
placed in the American Asphalt case, supra. 


TRANSIT CHARGE JUSTIFIED 


The Commission, with Commissioner Campbell dissenting, 
in a mimeographed report on I. and S. 2329, transit rules on grain 
at points in the northwest, has found the proposed re-establish- 
ment of a transit charge of 2.5 cents per 100 pounds on grain 
originating in western Montana, and on coarse grains origi- 
nating in transcontinental groups F, G, and J, milled at in- 
termediate points, forwarded through north Pacific ports, by 
water, to destinations in California, justified. It has vacated the 
order of suspension and discontinued the proceedings. 

According to the report the charge was abrogated by the 
Milwaukee, along in 1912, on account of competitive conditions. 
The other northern transcontinental carriers followed suit. In 
justification of the proposal the Commission said the carriers 
offered testimony in proof of the following general statements: 


That the proposed charges constitute the re-establishment of pre- 
existing charges, as shown by the history of tariff changes; that 
there are many special services incident to transit, not necessary in 
connection with through shipments, which warrant special transit 
charges in addition to the freight rates; that the charge of 2.5 cents 
is a reasonable one; that the resulting aggregate charges composed 
of the joint through rates plus transit charges are not unreasonable, 
and do not subject shippers or millers of western Montana wheat 
to undue prejudice or disadvantage; that the proposed charges. will 
remove any undue preference of Montana wheat which now exists, 
and will establish uniformity with respect to respondents’ own rates 
over all-rail as well as rail-and-water routes, eastbound as well as 
westbound; and that the proposed change will remove any fourth- 
section violations which may exist with respect to aggregate charges 
under the present tariffs by reason of the assessment of the transit 
charge on grain originating in northern Idaho and non-assessment 
of the charge on grain originating at farther distant points in west- 
ern Montana. 


The Commission said the protestants were not so much con- 
cerned with the measure of the charge as with the fact that any 
charge whatsoever was proposed. It pointed out that in many 
decisions it had recognized that transit was a thing of value to 
the shipper, involving additional service for which a reasonable 
charge might properly be made. 

Interior millers, noting the fact that the charge was not to 
be applied to mills at tidewater which could load directly into 
ships, without any farther service on the part of the railroads, 
said that imposition of the charge would place them at a disad- 
vantage. The Commission said there was no specific proof that 
any interior miller was in such competition with tidewater mill- 
ers that he would suffer any actual damage by reason of the 
continuance of free transit for the tidewater miller. It said the 
latter was so situated and his mill so constructed that the mill 
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products were put aboard vessels, through loading chutes, with- 
out any operation of any kind on the part of the railroads, that 
method of handling the products of the mill obviating the order- 
ing and placement of empty cars for the products and their 
switching to trains. Obviously, it said, a reasonable transit 
charge applicable at mills not on tidewater would be unreason- 
able at tidewater mills on shipments loaded by the shipper di-. 
rectly into the hold of a vessel. 

The Commission said it had given consideration in this case 
to the Hoch-Smith resolution, but that this finding was without 
prejudice to any further changes that might be made necessary 
as a result of the general inquiry in No. 17000. 

Commissioner Campbell said the record, to his mind, was 
not convincing that the charge of 2.5 cents would not result in 
unreasonable through charges. He said he did not contend that 
the charge of 2.5 cents was unreasonable but he said that before 
the suspended schedules could be justified the railroads had to 
show that the through charges would be just and reasonable. 
He said the situation with regard to rates on grain and flour and 
transit regulations in the northwest were a hodge podge which 
would not be remedied by the addition of the proposed charge. 
He said he was not convinced that its imposition would not re- 
sult in undue prejudice to the interior millers, inasmuch as the 
clerical work of policing transit at the tidewater mills was the 
same as at the interior mills. 


THE SHIP PLATE CASE 


The Commission, in a report written by Commissioner Camp- 
bell, with Commissioner Woodlock concurring, and Commissioner 
Cox dissenting, on No. 13929, R. L. Sabin, receiver, Overmire 
Steel Construction Co. vs. Spokane, Portland & Seattle et al., 
opinion No. 10380, 98 I. C. C. 471-5 has found the rates charged on 
steel plates, in carloads, from Johnstown, Coatesville and Pitts- 
burgh, Pa., Claymont, Del., and Gary, Ind., to Portland, Ore., 
between July and September, 1920, were not applicable and 
awarded reparation. 

In connection with this case the Commission gave further 
consideration to No. 12428, Willamette Iron & Steel Works vs. 
Director-General, and affirmed the findings in the original report 
85 I. C. C. 629. The last mentioned is what is popularly known 
as the ship plate case. It presented the question whether plates 
not tested and marked for use as ship plates, but coming within 
the description of such plates in everything other than the mark 
of an inspector whose certificate would have shown that the plate 
to which it was attached had been inspected and found to be all 
right for use as a ship plate, were entitled to the lower rates 
published by the Railroad Administration for application to 
ship plates. The Commission, in its original report, found that 
the higher rates imposed on plates not so marked were inap- 
plicable, because, in everything other than the attaching of the 
inspector’s mark, the plates involved were a like commodity. 
That finding was followed in the Sabin case and the finding 
affirmed in the original case. 


“The sole question in this case,” said Commissioner Campbell, 
“is whether these shipments are entitled to be regarded as ‘plates, 
ship,’ and to the assessment of charges upon that basis as the 
complainant contends, or whether they come under the descrip- 
tion of ‘plate, (No. 11 and heavier, punched or not punched, bent 
or not bent)’ as carried in the general description of iron and 
steel articles, on the basis of which charges were assessed.” 

The Commissioner said the rate on “plates, ship,” were put 
in by the Railroad Administration on the ground that lower 
rates were needed to help the shipbuilding industry on the 
Pacific coast, notwithstanding that the freight traffic committee of 
the Railroad Administration doubted whether a rate could be so 
limited and restricted as to apply only on plates intended for 
use in the ship yards. No effort was made to define “plates, ship.” 

The' complainant assumed, said Mr. Campbell, that “plates, 
ship,” by natural definition had to mean plates which were 
adapted for use in the construction of a ship. In disposing of the 
case, the Commission said: 


Shippers have the right to rely upon the obvious meaning of the 
terms of a tariff; but even if there was anything obscure or un- 
certain about the term “plates, ship,’? since an obscure or uncertain 
tariff provision must be construed against its framers, the lower 
rate would still have been applicable. However, the term “plates, 
ship,” as we view it, can mean only plates which might have been 
used in the construcffon of ships, and the records in both cases 
leave no room for doubt that complainants’ shipments consisted of 
plates all of which could have passed Lloyd’s test for hull con- 
struction if such test had been made, and therefore all of the plates 
in these shipments might have been used in ship construction. 

Upon further consideration of the record in No. 12428, our find- 
ing in the original report in that case is affirmed. 

We find in No. 13929 that the rate contemporaneously applicable 
on ship plates was applicable on complainant’s shipments; that com- 
plainant made shipments as described ‘and paid and bore the 
charges thereon; that it was damaged in the amount of the differ- 
ence between the charges paid and those which would have accrued 
at the rate herein found applicable; and that it is entitled to repara- 


tion, with interest. Complainant should comply with Rul 
the Rules of Practice. 7 ply ule V of 


Commissioner Woodlock said he concurred in the decision 
solely on the ground that the Commission was compelled to 
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strict tariff construction. He said it seemed to him that this 
was a case where law and equity were in contradiction. 

Commissioner Cox dissented in the original and in this case 
on the ground that the item was intended to cover plates that 
had been made for use in the construction of ship hulls, which 
had passed certain tests, and nothing else. 


TIN CAN WEIGHT AND RATES 


A finding of non-justification has been made in I. and §. 
No. 2280, tin cans, C. F. A. points to Michigan, Minnesota and 
Wisconsin, mimeographed, as to proposed increased rates and 
increased minimum weight on tin cans, carloads, from points 
in Illinois to points in Michigan, Minnesota and Wisconsin. The 
proposal was to increase the commodity rates and to increase 
the minimum from 14,000 to 20,000 pounds, maintaining the 
fourth class rates with a minimum of 14,000 pounds subject to 
rule 34, for alternative application, from Chicago and points 
basing thereon to about 130 points in Wisconsin to Menominee, 
Mich., and Winona, Wis. They also proposed to cancel the two- 
for-one rule wherever in effect in connection with commodity 


rates. As ground for the finding of non-justification the Com- 
mission said: 


In Wisconsin Dairy Products Co. vs. M. & St. P. Ry. Co. 68 
I. C. C. 307 and Armour & Co. vs. Director General, 74 I. C. C. 709, 
we found that the commodity rate from Chicago to Stoughton, Wis., 
and the fourth class rate from Chicago to Bloomer, Wis., applicable 
on certain shipments of tin cans, had been unreasonable to the ex- 
tent they exceeded the basis of commodity rates subsequently es- 
tablished. These subsequently established rates as modified only by 
the general changes in rate levels, are now in effect. The rate to 


oo is involved in the present proceeding; the rate to Stoughton 





INK CASE DISMISSED 


The Commission has dismissed No. 15844, Washington Pub- 
lishers’ Association et al. vs. Baltimore & Ohio et al., mimeo- 
graphed, finding the rates on newsprint ink, from Bayonne, 
Hoboken and Jersey City, N. J., Brooklyn and New York, N.. ¥., 
Boston and Morrills, Mass., and Philadelphia, Pa., to Washing- 
ton, D. C., and Baltimore, Md., not unreasonable. The finding, 
the Commission said, was without prejudice to the conclusions 
that might be reached in the eastern class rate case. 

The present rates are fifth class. The complainants asked 
for commodity rates lower than sixth and lower than the reduced 
fifth class rates proposed in No. 15879, from New York, Boston 
and Philadelphia. The Commission said that printing ink was 
rated fifth class throughout the country and moved without ex- 
ception on the class rate basis. 

Certain of the class rates in the territory involved, the Com- 
mission said, appeared to need readjustment and called attention 
to the case in which they are under consideration. It said that 


on the record before it the rates might not properly be con- 
demned. 


FERTILIZER INCREASES ALLOWED 


A finding of justification has been made in I. and 8. No. 
2259, Fertilizer From New Orleans and Related Points to Points 
in Louisiana, mimeographed, as to proposed increased rates on 
imported and coastwise shipments of fertilizer and fertilizer 
material from New Orleans and sub-ports to destinations in 
Louisiana. 

The suspended schedules were to have become operative last 
November. They were suspended for the statutory period and 
then voluntarily postponed, pending completion of the case, until 
July 1. They represented the effort of the carriers to comply 
with the views expressed in Fertilizer from New Orleans and 
Related Points to Louisiana, 92 I. C. C., 151. In that case they 
tried to increase their import, coastwise and proportional rates. 
Upon request, the carriers were permitted to cancel the sus- 
pended schedules in so far as they related to proportional and 
coastwise rates. The Commission found the suspended import 
rates had not been justified. It expressed the view that both 
domestic and import rates were in need of adjustment. By the 
schedules under suspension in this case the carriers sought, the 
Commission said, to effect that adjustment. . 

Correction, in the direction of uniformity in descriptions and 
the establishment of uniform lists of commodities on which the 
rates were to apply and the inclusion of the handling charge at 
the port, was undertaken in the suspended tariffs. The rates, 
the Commission said, were based, with the exception of the rate 
on crude phosphate, on the rates prescribed in the Memphis- 
Southwestern Case, 77 I. C. C., 473. Objections were made by 
Swift & Co., the Louisiana Farm Bureau Federation and the 
New Orleans Joint Traffic Bureau. 


REPARATION ON FUEL OIL 


A finding of unreasonableness and an award of reparation 
have been made in No. 15675, Newport News Shipbuilding and 
Dry Dock Company vs. Louisville & Nashville et al., mimeo- 
graphed, as to a rate of 53 cents on 21 tank cars of fuel oil, 
shipped in December, 1920, and January, 1921, from Pryse, Ky., 
to Newport News, Va. The shipments moved, as routed by the 
consignor, via Cincinnati. A combination of an 18 cent local 
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to Cincinnati and a proportional of 35 cents beyond was collected. 
The Commission found it unreasonable to the extent it exceeded 
50.5 cents and awarded reparation to that basis. 


PER DIEM CASE DISMISSED 


The Commission has dismissed No. 15517, Morehead & North 
Fork Railroad Company vs. Chesapeake & Ohio on a finding that 
the charges exacted by the Chesapeake & Ohio under the Amer- 
ican Railway Association code of per diem rules for the use or 
detention of foreign freight cars on the line of the complainant 
are not unjust or unreasonable. The complaining road is owned, 
the Commission says, by the Clearfield Lumber Company, a ship- 
per which it serves. Prior to May 1, 1921, settlement for the use 
of cars was made on the straight demurrage plan. On that day 
the Chesapeake & Ohio, a subscriber to the per diem code, placed 
the complainant on the per diem basis, in accordance with the 
rules of the American Railway Association. To prescribe the 
modified demurrage plan for which the complainant asked would 
lessen the incentive to hasten the loading and unloading of cars 
and their return to the trunk line connection. In fact, the Com- 
missio said, it would give the short line the unrestricted use of 
foreign equipment to such an extent as practically to obviate the 
necessity of supplying itself with adequate equipment. 


GRAIN TO PETALUMA 


A finding of undue prejudice, with an order to remove it not 
later than August 15, has been made in No. 14048, Golden Eagle 
Milling Co. et al. vs. Bamberger Electric et al., mimeographed, 
as to rates on grain and grain products, from points in Utah, 
Idaho, ‘Montana, Wyoming and Oregon to Petaluma, Calif., a 
point in California on the Northwestern Pacific, thirty-eight 
miles north of San Francisco. The Commission said the points of 
origin were on the Oregon Short Line, named in that company’s 
I. C. C. No. 2358. 

The Commission found the rates not unreasonable, but un- 
duly prejudicial to the extent they exceeded those to San Fran- 
cisico, Oakland, San Jose, South Vallejo, Stockton, Woodland and 
Marysville, Calif. The prayer was for rates no higher than those 
to the points alleged to be preferred. 

Rates to Petaluma, the report said, were made combinations 
of commodity rates to and from San Francisco. At the time of 
the hearing the locals from San Francisco to Petaluma were 7.5 
on wheat, and 7 cents on coarse grains. Since the hearing it 
said, the rate on coarse grains had been increased to 7.5 cents. 
It said the complaining mills had been unsuccessful in attempt- 
ing to purchase wheat and mill feed in the territory of origin 
mentioned, due to the lower rates enjoyed by their competitors. 
The carriers said the rates to San Francisco were water-com- 
pelled and subnormal. The complainants relied in part upon the 
Commission’s decision in Santa Rosa Traffic Association vs. 
Southern Pacific, 24 I. C. C. 46, in which the Commission found 
it unduly prejudicial for carriers to give San Francisco rates to 
Santa Clara, San Jose and Marysville and deny them to Santa 
Rosa. That point is also on the Northwestern Pacific, jointly 
owned by the Southern Pacific and the Santa Fe, 15 miles north 
of Petaluma. 

Commissioner Campbell, concurring, said the rates should 
also have been found unreasonable. 


POTATO AND ONION RATES 


The Commission, in I. and S. 2820, mimeographed, has found 
justified reduced rates on potatoes and onions, carloads, 
from points in western Colorado, Utah, and Wyoming to 
California destinations, vacated its order, and discontinued 
the proceeding. The schedules were suspended on protests of 
California growers and the Stockton Chamber of Commerce, 
when they were filed in support of a move alleged to be pro- 
moted by retailers in California to break down the prices of 
California growers, California and Colorado senators and rep- 
resentatives became involved in the controversy. 


OAKLAND COMPLAINT DISMISSED 


The Commission, acting by division No. 2, composed of Com- 
missioners Aitchison, Esch, and Campbell, the latter dissenting, 
has dismissed No. 14132, Oakland Chamber of Commerce vs. 
Southern Pacific et al., mimeographed, on a finding that the in- 
terstate class rates between Oakland and various destinations in 
California and Nevada are not unreasonable or unduly prejudi- 
cial as compared with class rates between San Francisco and the 
same points. 

Oakland tried, by this complaint, to obtain a class rate ad- 
justment, on comparatively short hauls, somewhat lower than the 
adjustment to and from San Francisco on the theory that the 
hauls and service to and from Oakland were less than to and 
from San Francisco and that, therefore, it should have the ben- 
efit of its location. It submitted what the report called vol- 
uminous exhibits covering in detail class rates applying from 
the two cities to the destination territory involved, to prove that 
the rates, in most instances, were the same from the two cities. 
That testimony, in the main, the report said, was unchallenged. 
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“The issues therefore are simple,” says the report. “The 
rate situation as described by the complaint is acknowledged by 
the defendants. The sole question is whether or not Oakland is 
entitled to lower rates than San Francisco. To determine this 
we must consider not only Oakland’s right to a fair rate adjust- 
ment, but also in its broadest aspect, the economic needs of a 
great industrial center of which Oakland is only a part.” 

The San Francisco Chamber of Commerce intervened and 
actively opposed, the report said, the grant of the prayer. The 
report said the evidence was confined to an allegation of undue 
prejudice. For the purposes of the report the Commission con- 
sidered the Southern Pacific as the rate-making line for the en- 
tire territory. It said the record showed that in practically 
every instance lines built after the pioneer Southern Pacific 


—— rates on those previously established by the Southern 
acific. 


The report contains an analysis of testimony concerning 
harbor facilities, railroads and terminals, cost of service, water 
competition and the size of the group covered by the blanket 
embracing the communities around San Francisco bay. 

While acknowledging that it cost more to move traffic out of 
San Francisco than out of Oakland to the territory involved, the 
defendants and the San Francisco intervener insisted, said the 
report, that the rates out of San Francisco were depressed by 
water competition and that there was no undue prejudice or 
preference. The Commission said that that was the principal 
defense of the carriers and the main contention of the San 
Francisco interveners. In support of their contention that the 
rates out of San Francisco were subnormal, due to water com- 
petition, the carriers gave an exhaustive history of the early 
and present-day rates on the Southern Pacific in that vicinity. 
They contended the rates to the affected territory were originally 
made on a low basis due to water competition via river and bay 
from San Francisco to Stockton, Sacramento and other points, 
which still existed or was potential. It was the position of the 
carriers, the Commission said, that Oakland was the beneficiary 
of the depressed rates, and was not unduly prejudiced, since the 
carriers had been compelled, by the water competition, to estab- 
lish rates out of San Francisco which, in many instances, were 
lower than otherwise might apply out of Oakland. They said 
that while many of the places under consideration were not on 
navigable waters, it was the claim of the defendants that the 
rates to such points reflected water competition, indirectly, in 
their relationship to those compelled by actual water competition. 

Oakland contended that not in a single instance had it been 
shown that water rates had any controlling influence over the 
rail rates. It pointed, said the report, to several instances in 
which the water carriers increased their rates to meet increases 
initiated by the rail carriers, and to instances where the water 
carriers matched reductions of the rail carriers. Oakland there- 
fore contended that the reverse of what the railroads claimed as 
to water competition influence was true and that the rail rates 
controlled the water rates. 


Commissioner Campbell, dissenting in part, agreed with the 
majority that the rates were not unreasonable but said he 
thought they were unduly prejudicial. He said the fact that the 
rates from both cities might be less than reasonable maximum 
rates could not serve as an excuse for disregarding the greater 
and more expensive service from San Francisco than from Oak- 
land where the transportation conditions from both points were 
substantially similar. He said he had combed the record in vain 
for a single instance where any of the rail rates had been re- 
duced to meet water competition. On the contrary, he said, it 
appeared that in 1917 the California commission authorized the 
water lines to increase their rates to the level of the rail rates 
and to charge higher rates at directly intermediate points to 
meet the rail competition at the more distant points having both 
rail and water service. He said he was forced to the conclusion 
that while originally the rates might have been predicated upon 
water competition they were not now controlled by such com- 
petition, but that on the contrary the rail rates controlled the 
water rates. In his opinion, he said, the case should be decided 
without regard to the element of so-called water competition. 
He called attention to the fact that rates from New York and 
Brooklyn to destinations within a radius of about 140 miles from 
New York, were higher than from Jersey City and other Jersey 
shore points. He admitted, however, that the hauls from New 
York and Brooklyn to the Jersey shore were much greater than 
from San Francisco to Oakland. His idea was that within a 50 
mile radius from Oakland that point should have an adjustment 
differentially under San Francisco. 

In disposing of the case the Commission said: 


Upon this record we must conclude that the rates assailed ap- 
plying between the metropolitan district and points here considered 
where there is actual water competition are depressed by such com- 
petition, although it is shown that this competition is not so keen as to 
result in anything in the nature of rate wars between the rail and 
water lines. We must further conclude that the rates assailed be- 
tween the metropolitan district and points here considered which are 
not on navigable waters reflect the result of water competition to 
related points, and are likewise lower than normal rates. The record 
establishes that the water competition from Oakland has been no- 
where near as great as that from San Francisco. It is true that 
the cost of ferriage between these two points, if transmuted into 
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rail miles at average costs of rail haulage, would place them some 
miles apart. While origin points nearer to destination points must 
not be unduly deprived of the benefit of their locations and more 
distant origin points unduly favored, distance alone frequently is not 
controlling, and must not be given undue weight, particularly where, 
as here, considerations which are largely determinative of the rates 
from the farther distant point exist in a markedly less degree from 
the nearer point. Distance is not and has not been a controlling 
factor in the rate adjustment here under review. As stated in Gallo- 
way Coal Co. vs. A. G. S. R. R. Co., 40 I. C. C. 311, 320: 


“Relative distances alone are not controlling. Commercial com-, 


petition and the interests of consumers also are pertinent considera- 
tions. * * * Carriers may not, of course, disregard all differences 
in distances. Groups can not be extended indefinitely, and the dis- 
crimination inherent in all group adjustments must not be undue. 
Groups long maintained, however, are presumably fair and are not 
to be disrupted unless substantial justice clearly requires it. Dissatis- 
fied producers deprived of the benefit of their proximity to common 
markets must show that they are actually injured and by an un- 
just and unlawful discrimination.” , 

The group here considered is not unduly large. San Francisco 
and Oakland have both grown and prospered, although the present 
rate adjustment has been in effect for many years. Viewing this 
whole situation, we think it has not been established that the pres- 
ent adjustment as between Oakland and San Francisco subjects com- 
plainant to undue prejudice or disadvantage. 

We therefore find that the rates assailed are not unreasonable 


~ unduly prejudicial. An order will be entered dismissing the com- 
plaint. 


EASTMAN PROTESTS AGAIN 


Sale of equipment trust certificates in a competitive market 
was again urged by Commissioner Eastman in a dissenting opin- 
ion in a decision of the Commission authorizing the Northern 
Pacific to issue and sell $3,525,000 of 4%4 per cent equipment 
trust certificates to J. P. Morgan & Company of New York City 
at 96.89 per cent of par and accrued dividends in connection with 
the acquisition of freight and passenger car equipment costing 
$4,712,214.75. Commissioner Eastman said: 


This case is similar to New York Central Lines Equipment 
Trust of 1925, decided May 16, 1925, and the grounds of my dissent 
are the same as those there stated. There is no good reason why 
securities of this nature should not be sold in a competitive market. 
Indeed they could be sold by the carrier direct to investors, with- 
out the payment of commissions to bankers. 

There is here an opportunity for the carriers to do a little house- 
cleaning on their own account. The proposition is conservative. I 
am not now suggesting that all railroad securities should be sold 
through competitive bidding, nor even that any very large part should 
be sold in this way. For the present the suggestion is confined to 
equipment trust certificates. No candid critic will, I believe, contend 
that it is an impracticable suggestion as to such securities. 

The importance of the opportunity presented will be clear upon 
reflection. The carriers resent the charge that their policies are 
dominated by ‘Wall Street.’” They have here a chance to demonstrate 
their independence in a practical way. Without attempting a com- 
plete list, our records indicate that the following large carriers mar- 
ket their securities only through J. P. Morgan & Company, or financial 
institutions closely a liated therewith: Atlantic Coast Line Railroad 
Company, Chicago, Burlington & Quincy Railroad Company, Chesa- 
peake & Ohio Railway Company, Erie Railroad Cdmpany, Florida 
East Coast Railway Company, Great Northern Railway Company, 
Louisville & Nashville Railroad Company, Nashville, Chattanooga & 
St. Louis Railway, New York Central Lines, Northern Pacific Rail- 
way Company, Southern Railway System. 

~ Similarly our records indicate that the following carriers use 
Kuhn, Loeb & Company as their exclusive fiscal agent: Central of 
Georgia Railway Company, Chicago & Eastern Illinois Railroad Com- 
pany, Chicago, Milwaukee & St. Paul Railway Company, Illinois 
Central Railroad Company, International-Great Northern Railroad 
Company, Long Island Railroad Company, Missouri Pacific Railroad 
Company, New Orleans, Texas & Mexico Railway Company, Penn- 
sylvania Railroad System, Southern Pacific System, Texas & Pacific 
Railway Company, Union Pacific System, Wabash Railway Company. 

To the extent that these carriers hereafter sell securities through 
competitive bidding or to the extent that, even without competitive 
bidding, they curtail the present monopoly in the marketing of their 


securities, they will clearly lend weight to their declarations of in- 
dependence of banking control. 


ASKS REOPENING OF §&. P.-C. P. CASE 


The Traffic World Washington Bureau 


The Public Service Commission of Oregon has petitioned the 
Commission to reopen the case in which the Southern Pacific was 
authorized to acquire control by lease and by stock ownership 
of the Central Pacific, in connection with the application of the 
Oregon Trunk Railway to construct extensions of its lines in 
Deschutes and Klamath counties, Oregon. 

The Oregon commission pointed out that it had on file with 
the Commission a complaint in No. 14392 praying for the con- 
struction of certain extensions of rail lines in central and eastern 
Oregon, including a line of railroad from Bend to Kirk, in 
Klamath county, and a line from Crane to Odell, Oregon, and 
that the order of the Commission in the Southern Pacific case 
specifically reserved the right to reopen the proceeding for the 
purpose of making any supplementary findings that might be 
deemed necessary. 

The proposed extension of the line of the Oregon Trunk 
Railway from Skookum to Klamath Falls parallels the existing 
railroad of the Central Pacific for practically the entire distance, 
the Oregon commission said, having pointed out that the Oregon 
Trunk application was in recognition of the merits of the com- 
plaint of the state commission in No. 14392. 
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The Oregon commission said that construction of the paralle] 
track as proposed by the Oregon Trunk would necessitate an 
expenditure of approximately $3,840,000, which expenditure might 
be avoided through arrangements whereby the Oregon Trunk 
and the Southern Pacific might jointly use the Central Pacific 
tracks between Skoédkum and Klamath Falls. It alleged that 
since the order in the Southern Pacific case, the Southern Pacific 
and the Union Pacific had permitted, if they had not promoted, an 
arrangement whereby rail competition between their respective 
lines in Oregon was discouraged, thus producing a condition 
which was inimical to the interests of Oregon, and contrary to 
the spirit and intent of the order in question which, under such 
changed conditions, was no longer in the interest of the public 
or in harmony with the provisions of the interstate commerce 
act. It said that subsequent to the making of the order, the 
problem of rail development in Oregon had been complicated 
by proposed plans and projected schemes of the several rail 
systems operating in that state, thus making necessary a further 
and more comprehensive survey and consideration of the Oregon 
situation in so far as it involved the control and use of the 
lines of the Central Pacific, than was heretofore presented, to the 
end that Oregon might be provided with an adequate system of 
rail transportation, and that a degree of competition in rail 
service not now enjoyed by the state might be made possible 
without unnecessary duplication of capital investment. 


The Oregon commission therefore asked that the Southern 
Pacific-Central Pacific proceeding be reopened for further con- 
sideration with reference to the lines of the Central Pacific in 
Oregon, that further hearing be had, and that an order be made 
providing that as a condition to its control of the Central Pa- 
cific, the Southern Pacific shall grant to the Oregon Trunk Rail- 
way, Union Pacific System Lines, and/or such other railroad 
company or companies as the Commission may deem proper, 
such joint and common use of the tracks and facilities of the 
Central Pacific and/or Southern Pacific within Oregon, and such 
other operating rights and privileges, as may be found to be 
justified by the record. 


ILLINOIS COMMUTATION FARES 
The Traffic World Washington Bureau 


At the request of the Chicago & North Western the Commis- 
sion has reopened No. 11703, in the matter of intrastate rates 
within the state of Illinois, for further hearing at times and 
places hereafter to be announced. The object of the railroad 
company is to persuade the Commission that it should make an 
order under which a twenty per cent increase would be allowed 
in the commutation fares in Illinois so as to remove an unjust 
discrimination against interstate commerce and put the commu- 
tation fares upon a basis that will reduce the operating loss the 
company alleges it is suffering by reason of the refusal of the 
Illinois Commerce Commission to allow a twenty per cent in- 
crease in the intrastate fares to correspond with the increase 
made in the interstate fares in accordance with the permission 
granted in Ex Parte 74, in August, 1920. 


In its petition for reopening the North Western claimed to 
have suffered an operating loss, on its intrastate business on the 
commutation fares in 1924, of $1,264,659. A twenty per cent in- 
crease, it said, would add only $666,742. It said, in its petition 
that the loss in 1925 would be greater than last year. It con- 
tended that 1924 was representative of the years since 1920, a 
loss being suffered in each of those years. In 1924, it said in- 
trastate business yielded $3,333,714 and the interstate commuta- 
tion fare business $237,979. 


Among the recitals in the petition for further hearing made 
by the North Western were: That commutation fares were re- 
served by the Commission, in its report on No. 11703 for further 
consideration; that the reserved commutation phase of the sub- 
ject was assigned for hearing in December, 1920; that it was ar- 
gued and submitted February 5, 1921, but never decided. 


The North Western claimed that the interstate fares into 
Wisconsin were being defeated by passengers using the Illinois 
intrastate fares to points near the Wisconsin line and then the 
round trip interstate fares beyond. It said that a twenty per 
cent increase in the Illinois rates would restore the old relation- 
ship and remove the discrimination against interstate commerce. 


The material part of the order follows: 


It is ordered, That the said proceeding be, and it is hereby, re- 
opened for further hearing for the purpose of determining whether 
the commutation passenger fares of the said petitioner in effect be- 
tween points on its line or lines in the state of Illinois are such 
as to cause any undue or unreasonable advantage, preference, or 
prejudice as between persons or localities in intrastate commerce, 
on the one hand, and interstate or foreign commerce, on the other 
hand, or any undue, unreasonable, or unjust discrimination against 
interstate or foreign commerce, and of determining what commuta- 
tion passenger fares, if any, or what maximum or minimum, or 
what maximum and minimum, commutation passenger fares shall 
be prescribed to be charged and applied by said petitioner between 
points on its line or lines in said state in order to remove such 
advantage, preference, prejudice, or discrimination, if any, as may 
be found to exist. 
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NEW LINE NOT NEEDED 


Examiner H. C. Davis, in finance docket No. 2806, Con- 
struction of Line by Southeastern Railway Company, has recom- 
mended a finding that the public convenience and necessity had 
not been shown to require the construction, by the applicant, of 
a railroad in Lee county, Virginia, and Harlan county, Kentucky. 
The applicant, in February, 19238, filed an application for a 
certificate authorizing it to build a line from Delvale, Va., a 
point on the Southern, northward up Cox Creek, through Trace 
Gap in Kentucky and down Clover Fork of the Cumberland to a 
connection with a branch of the Louisville & Nashville at a point 
near the mouth of Fugitt’s Creek, in Kentucky, a distance of 
approximately 12 miles, with a branch, easterly, up the Clover 
Fork about eight miles long. 

The Virginia and Kentucky commissions recommended grant 
of the certificate, before, however, the examiner said, the Com- 
mission had issued its report and order in Clinchfield Railway 
Lease, 90 I. C. C., 118. The Harlan County Coal Operators’ As- 
sociation, the examiner said, participated actively in the first 
hearing, but did not appear at the second. The examiner said 
most of the coal land tributary to the proposed line could be 
reached with less cost by spurs or branches from the Louisville 
& Nashville or Southern; that the large companies controlling the 
major part of the coal acreage did not appear at the hearings 
and that the evidence did not warrant the conclusion that the 
applicant would receive the tonnage from their operations which 
it anticipated. No showing, said the examiner, was made respect- 
ing the financial ability of the owners of coal lands along the 
proposed route to develop mines capable of producing the tonnage 
estimated. Any service with the applicants proposed line might 
perform as part of a through route to the southeast, could be 
supplied by the Louisville & Nashville’s contemplated connection 
with the Carolina, Clinchfield & Ohio. 


YORK SWITCHING CASE 


A new plan for disposing of the York, Pa., switching situa- 

tion has been proposed by Examiner E. L. Beach, in a report, 
on further hearing, in No. 11455, Manufacturers’ Association of 
York, Pa., vs. Pennsylvania et al. The Pennsylvania precipitated 
the necessity for this further hearing by announcing that it 
would remove the undue prejudice found to exist at York by 
withdrawing from the reciprocal trackage arrangement existing 
between it and the Western Maryland. 
Such an outcome was not desired by the complaining associa- 
tion. The validity of the Commission’s order directing the de- 
fendants to cease and desist from practicing the undue preju- 
dice found to result from the trackage arrangement, was 
sustained by the Supreme Court of the United States in United 
States vs. Pennsylvania, 266 U. S., the highest court reversing 
the circuit court of appeals. The reversal was made in No- 
vember, 1924. Ever since that time efforts have been going 
forward either to compromise or to find an order the enforce- 
ment of which would not be so distasteful to the York manu- 
facturers as the plan announced by the Pennsylvania when it 
said it would remove the undue prejudice by withdrawing from 
the trackage arrangement which the Commission had said caused 
undue prejudice. 

Examiner Beach said the Commission should find the practice 
of the Pennsylvania and the Western Maryland of extending 
the use of their tracks to each other for the purpose of terminal 
receipt and delivery of freight at industries in York within the 
trackage zone described in the report, a zone in the heart of 
the city where the tracks of the two companies closely parallel 
each other, was tantamount, in practical effect, to the establish- 
ment of a limited reciprocal switching district and that failure 
to accord to shippers outside of the trackage zone the benefit of 
the service, rates and routes of both lines was unjustly discrim- 
inatory and unduly prejudicial to such shippers. 

__ Further, he said, the Commission should require the estab- 
lishment, at York, of a switching district to include all industries 
having siding connection with the Pennsylvania or the Western 
Maryland. He said the flat York basis of rates should be found 
reasonable for application to interstate commerce to and from 
the industries in that part of the district known as the trackage 
zone; maintenance of any other or different basis of rates on 
interstate traffic to and from other industries in the switching 
district should be found unjustly discriminatory and unduly 
prejudicial. 

_ Supplementary or collateral findings proposed by the exam- 
iner were that, upon further hearing, the practice of the Penn- 
Sylvania in interchanging traffic with the Maryland & Pennsyl- 
vania at York, while failing and refusing to interchange traffic 
with the Western Maryland at that point had not been shown 
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to result in undue prejudice to the latter or to shippers on its 
line; that the practice of the Pennsylvania and the Western 
Maryland of interchanging traffic at other points near York, but 
refusing to do so at York, had not been shown to be unduiy 
prejudicial to York or to shippers there located. 

The case grew out of the agreement between the Pen syl- 
vania and the Western Maryland, entered into years ago, about 
the time the Western Maryland came into York, that the _~ ould 
use each other’s paralleling tracks, for the delivery of freight 
as if they owned them jointly; that is, for purpose of shipment 
the industries actually on the line of the Western Maryland 
should be regarded as on the Pennsylvania and vice versa. 
Hanover, about 19.5 miles from York, was to continue to be the 
point of interchange for York traffis. The reciprocal trackage 
zone is about a mile in length. Shippers outside of that zone 
have to pay for the interchange of freight at Honover. That was 
the situation the Commission condemned in the original report, 
73 I. C. C. 40, and which the Pennsylvania proposed to change 
by withdrawing from the unlawful arrangement, thereby cutting 
shippers located wholly on the Western Maryland off from con- 
nection with the Pennsylvania. The Western Maryland proposed 
to remove the undue prejudice by establishing reciprocal switch- 
ing at York. At the conference after the Pennsylvania announced 
its intention to withdraw from the arrangement the Western 
Maryland lined up with the shippers, the Pennsylvania contend- 
ing, of course, that such an arrangement would be no more than 
the opening of its terminals to the Western Maryland. At the 
conference and the further hearing the shippers and Western 
Maryland fought for the maintenance of the arrangement that 
had been found unlawful. But they asked for the establishment 
of reciprocal switching in the remainder of industrial York. The 
complainant withdrew its request for action under paragraph 
4 of section 3, said the examiner. 


The findings in full and suggestions by Examiner Beach as 
to how they should be carried out, are as follows: 


(a) That the practice of the Pennsylvania in interchanging 
traffic with the Maryland & Pennsylvania at York while failing and 
refusing to interchange traffic with the Western Maryland is not 
reg to result in undue prejudices to the latter or to shippers on 

s line. 

(b) That the practice of the Pennsylvania and Western Mary- 
land of interchanging traffic at other points near York but refusing 
to do so at York is not shown to be unduly prejudicial of York or 
shippers there located. 

(ec) That the practice of the Pennsylvania and Western Maryland 
of extending the use of their tracks to each other for the purpose of 
terminal receipt and delivery of freight at industries in York within 
the trackage zone described thus giving such industries the benefit 
of the flat York rates amounts in practical effect to the maintenance 
of a limited reciprocal switching district. 

(a) That the failure of(the Pennsylvania and Western Maryland 
to accord to shippers outside the trackage zone the flat York basis of 
rates and the benefit of the service and routes of both lines subjects 
such shippers to unjust discrimination and to undue prejudice and 
disadvantage and ; 

(e) That for the future it will be in the public interest, and will 
be the just, fair and reasonable practice to be followed by the West- 
ern Maryland and Pennsylvania, to establish a.switching district at 
York, with interchanges at that point, and with reasonable switching 
charges, such switching district to include all industries in industrial 
York now having siding or spur connections with either carrier 
whether within or outside the trackage zone. 

Shippers located in the present trackage zone have had the bene- 
fit of the flat York rates, as well as the advantages of the service and 
routes of both the Western Maryland and the Pennsylvania for a 
period of about 30 years. The withdrawal of these facilities now 
would result, in many instances, in increased rates to shippers located 
on either line desiring to use the service and routes of the other, 
for which increase no justification has been offered. No increases 
would result where there are now joint rates, but as a matter of 
simple justice shippers in the present trackage zone are entitled to a 
continuance of the service, rates and routes of both lines substan- 
tially to the same extent as at present enjoyed. To curtail this 
service now would be to deny to shippers there located reasonable 
transportation facilities. 

The Commission should therefore find that the present practice of 
the Pennsylvania and Western Maryland of according to industries 
within the trackage zone on interstate traffic the flat York basis of 
rates with the service and routes of both carriers will be the just 
fair and reasonable practice to be followed by them in the future as 
to such industries. 

The Commission should further find that there is no warrant from 
a transportation standpoint for according to industries outside the 
present trackage zone any different basis of rates than is contempo- 
raneously accorded to industries within the zone and that for the 
future it will be unreasonable, unjustly discriminatory and unduly 
prejudicial for the Pennsylvania and Western Maryland to maintain 
any higher basis of rates on interstate traffic to or from such in- 
dustries than is contemporaneously in effect to industries within the 
present trackage zone. 

In complying with the foregoing findings the carriers may con- 
tinue the existing trackage arrangement in that portion of the switch- 
ing district where it is now in effect, if they provide reciprocal switch- 
ing and mutual absorption of switching charges in the remainder 
of the district. While this will not place all shippers at York on 
the lines of these two carriers on an exact equality, substantial 
equality will result and is all that is required. ‘The York interests 
have expressed their satisfaction with such an arrangement. If for 
operating reasons the carriers prefer to establish reciprocal switch- 
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ing throughout industrial York to include as well the present track- 
age zone, this may be done, if, by appropriate tariffs, they provide for 
the absorption of all switching charges on transit commodities irre- 
spective of whether the particular industry is local to its line. The 
Western Maryland has indicated a willingness to do this. The record 
indicates that the Pennsylvania does absorb switching charges on 
transit commodities of off-line industries at points in central terri- 
tory and this would seem to be a reasonable requirement under the 
peculiar circumstances of the instant case. 

The Pennsylvania contends that coal and coke should be excepted 
from any order that the commission may make. The contention sas 
to anthracite coal seems to be grounded on the fact that it moves 
to York over intrastate routes. The commission’s order of course, 
will be confined to interstate commerce. As to bituminous coal it is 
said that there are abundant sources of supply on the Pennsylvania 
and Western Maryland for the patrons on each, and that to require 
interchange on bituminous coal will result in inefficient operation, 
but how or to what extent is not clear from the record. It is, of 
course, true that coal originating on the Western Maryland might 
be destined to a Pennsylvania delivery in York, or vice versa, as 
compared with a direct delivery by either line but this falls short 
of establishing inefficient operation. 

At the suggestion of the presiding commissioner the question of 
the amount of the switching charges was not discussed at length. 
The interested carriers merely stated their views on the question 
with the understanding that there would be further opportunity for 
consideration thereof if necessity should arise. The Western Mary- 
land suggested that the charge should be $6.30 per car on general 
merchandise but, under no circumstances, in excess of $7.65 per car 
and on coal and coke 19 cents per ton with a minimum of $6.30 per 
car. These charges are the same as those in effect at Hagerstown, 
Hanover, Waynesboro, and Cumberland. The Pennsylvania suggests 
that the charge should be the same as that in effect in connection 
with the Maryland & Pennsylvania at York. Generally speaking, 
these charges range from 2 cents per 100 Ibs. on the lower classes of 
traffic to 6 cents per 100 lbs. on the higher classes. If the carriers 
are unable to agree as to the amount of such charges the matter 
should be made the subject of a further hearing unless the parties 
will stipulate such additional facts as they wish the commission to 
consider in fixing a reasonable switching charge. 

There remains the question of whether the Pennsylvania should 
be required to perform a “bridge” service between the Western 
Maryland and the Maryland & Pennsylvania. Apparently shippers 
within the trackage zone on the Western Maryland may now ship to, 
or receive shipments from, points on the Maryland & Pennsylvania at 
the flat York rate. The extent of such traffic is not developed of 
record. Nor does the record on further hearing show the relative 
importance of the same service to Western Maryland shippers out- 
side the trackage zone. At the original hearing certain shippers on 
the Maryland & Pennsylvania testified as to hardships occasioned 
by their inability to utilize Western Maryland routes at the flat 
York rates. In the instances cited to get the shipments from the 
Maryland & Pennsylvania to the Western Maryland at York, or 
vice versa, the car in one instance moved to Hanover at an additional 
charge of $39 and in the case of eight other cars the freight was 
drayed at an aggregate expense of $400. These movements were 
occasioned by embargoes on the Pennsylvania. Whether such diffi- 
culties have been experienced in recent years is not shown. Having 
found that the existing basis of rates, services and routes accorded 
to shippers in the trackage zone will be the just, fair and reasonable 
practice to be followed in the future, and as that service includes 
Maryland & Pennsylvania rates and routes in both directions, the 
maintenance of any different basis on traffic from industries on the 
Western Maryland outside the zone, and from industries on the 
Maryland & Pennsylvania in York, may result in undue prejudice 


to the latter. The present record, however, does not warrant a 
finding as to this. 


COKE FROM ST. LOUIS 


A basis for making rates on coke from St. Louis to destina- 
tions in Colorado, Iowa, Kansas, Missouri, and Nebraska has 
been proposed by Examiner Paul O. Carter, in No. 15363, M. W. 
Warren Coke Co. vs. Atchison, Topeka & Santa Fe et al. He 
said the Commission should find the present rates unreasonable 
and unduly prejudicial to producers at St. Louis and unduly 
preferential of producers of coke at Birmingham, Ala., and Chi- 
cago. The complainant, a sales agent for the by-product coke 
manufactured by the Laclede Gas Light Co., of St. Louis, alleged 
that the rates carried in Boyd’s I. C. C. No. A-1392, were un- 
reasonable, and, as compared with rates on the same commodity 
from Birmingham, Ala., and Chicago, to the same destinations, 
unduly prejudicial to the complainant and unduly preferential 
of its competitors located at those points. 


Complainant, the examiner said, sought a rate of $2.55 from 
St. Louis to Missouri river cities. At the present time the exam- 
iner said the rates on coke from both Chicago and St. Louis 
were grouped with respect to destinations on the Missouri 
river and that the complainant did not desire that grouping dis- 
turbed. The examiner said a witness for the complainant said 
the competition was chiefly from the Alabama district. 

The case brought out a mass of rate comparisons and a dis- 
cussion of rate adjustments made by the Commission in Minne- 
sota By-Product Coke Co. vs. Director-General, 66 I. C. C. 480, 
wherein a scale was prescribed and Seaboard By-Products Coke 
Co. vs. Director-General, 62 I. C. C. 317. The examiner in closing 


his discussion and suggesting how the matter should be disposed 
of, said: 





The present adjustment of rates on coke from St. Louis to 
the Missouri river cities results in unreasonably high rates from 
St. Louis and creates undue prejudice against producers of coke at 
that point and gives an undue preference to producers of coke in 
the Birmingham district and at Chicago. It would not be proper 
to apply the rates either in the Minnesota By-Products scale or 
those in the Seaboard scale to the movement of coke from St. 
Louis te the Missouri River Cities, because the traffic density in 
the territory between St. Louis and the Missouri river cities is 
much greater than the traffic density in the territories in which 
the Minnesota By-Product and Seaboard scales are applicable. 
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The average distances from St. Louis, Chicago and Birmingham to 
the Missouri river cities are 340, 481, and 800 miles. respectively. 
The rate of progression in the Minnesota By-Product and Seaboard 
scales for a 25 mile increase in distances, when the greater dis- 
tances are reached, is 12 cents. The a of that rate of 
progression to the increases in distance, Chicago and Birmingham 
over St. Louis, to the Missouri river cities, shows that the rate 
from Chicago would be 72 cents over the rate from St. Louis, ang 
that the rate from Birmingham would be $2.28 over the rate from 
St. Louis. The rate from St. Louis to the Missouri river cities 
recommended by the western trunk line committee was $3.40. That 
rate produces ton-mile earnings of 10 mills, based on the average 
distance of 340 miles, and the rate of $4,25 proposed from Chicago 
for an average distance of 481 miles produces ton-mile earnings 
of 8.8 mills. A rate of $3.25 from St. Louis would produce ton-mile 
earnings of 9.5 mills, which would amply compensate the carriers 
for the transportation of coke and would at the same time permit 
the producers at St. Louis to market their coke in the Missouri 
river cities. 

As above stated, the differences in rates, Chicago and Birming- 
ham over St. Louis, would be 72 cents and $2.28, respectively, by 
application of 12 cents for each 25 miles or fraction thereof to the 
differences in distances, Chicago and Birmingham over St. Louis. 
The rate from St. Louis to Missouri river cities will be unduly pre- 
judicial to the producers at St. Louis and unduly preferential of 
the producers at Chicago and Birmingham to the extent that the 
difference in the rates from Birmingham and St. Louis ex- 
ceeds $2.28. : 

The rates to the remainder of the destination territory are 
unreasonable and unduly prejudicial to producers of coke at St. 
Louis and unduly preferential of coke producers at Birmingham 
and Chicago, and they should be readjusted on the following basis: 

To Missouri points—rates the same as the rates to the Mis- 
souri river cities. 

To southwest Missouri and southeastern Kansas points—rates 
24 cents higher than the rates to the Missouri river cities. 

To central Kansas points—rates the same as the present rates 
in the Minnesota By-Product scale as maxima. 

To southern Kansas points—rates the same as the present 
rates in the Minnesota By-Product scale as maxima. . 

To Nebraska points—rates the same as the present rates in 
the Minnesota By-Product scale as maxima. ' 

To Colorado points—rates the same as the present rates in 
the Minnesota By-Product scale as maxima. 


The Commission should find that the rates on coke, in carloads, 
from St. Louis, Mo., to destinations in Colorado, Iowa, Kansas, 
Missouri and Nebraska, named in Agent E. B. Boyd’s tariff I. C. C. 
No. A-1392, are, and for the future will be, unreasonable to the 
extent that they exceed a rate of $3.25 from St. Louis to the Mis- 
souri river cities and to those points in Missouri described as 
Missouri points in Appendix A, and a rate of $3.49 from St. Louis 
to points in southwestern Missouri and southeastern Kansas, and 
rates from St. Louis to points in central and southern Kansas, to 
points in Nebraska and to points in Colorado which do not exceed 
the present equivalent of rates prescribed in the Minnesota By- 
Product scale, as maxima, for similar distances. 


The Commission should further find that the rates on coke, in 
carloads, from St. Louis, Mo., to Missouri river cities are, and for 
the future will be, unduly prejudicial to producers of coke at St. 
Louis and unduly preferential of producers of coke at Chicago, IIl., 
and Birmingham, Ala., to the extent that the difference between 
the rates from St. Louis and Chicago is less than 72 cents, and 
to the extent that the difference between the rates from St. Louis 
and Birmingham is less than $2.28, and that the rates from St. Louis 
to other points in Missouri, Kansas, Nebraska, Colorado and Iowa, 
named in Agent E. B. Boyd’s tariff I. C. C. No. A-1392, are unduly 
prejudicial to producers of coke at St. Louis and unduly prefer- 
ential of producers of coke at Birmingham and Chicago. The 
undue prejudice should be removed. 


The Missouri points mentioned in Appendix A are Springfield, 
Harrisonville, Pleasant Hill, Clinton and Independence. 





COMBINATION RULE CASE 


Examiner R. L. Shanafelt, in a report on No. 15724, Indian 
Refining Co., Inc., vs. Louisville & Nashville et al., and a sub- 
number thereunder, National Refining Co. et al. vs. Atchison, 
Topeka & Santa Fe et al., said the Commission should find that 
shipments of crude and refined petroleum, in tank cars, made 
between November 25, 1920, and December 31, 1921, from speci- 
fied points in Kentucky, Kansas and Oklahoma, to Lawrence- 
ville, Ill., and to Toledo and Findlay, O., were overcharged. He 
said reparation should be awarded, to the basis of rates shown 
in an appendix. The appendix shows reparation amounting to 
6 cents per 100 pounds on the shipments in question. 


The problem set for determination by Shanafelt was 
whether the combination rule carried in Kelly’s I. C. C. 938 from 
Kentucky to Lawrenceville and I, C. C. 941 to Toledo and Find- 
lay had the effect of requiring the subtraction of six cents from 
each of the factors going into the combinations and the addition 
of six cents to the sum of the treated factors; in other words, 
whether the combination rule, carried only in the tariffs ap- 
plicable, broadly speaking, in central territory, required the 
shrinkage of the combination so as to leave only one increase 
apply on the through combination, the Speiden tariffs, the exam- 
iner said, carrying no rule. 

Shanafelt said the Commission should so find. His recom- 
mendation in respect to shipments from Kansas and Oklahoma 
was that the Boyd tariffs, I. C. C. Nos. A-916 and A-1166, which 
named the western component, were so restricted that the com- 
bination rule did not apply to the rates on which the shipments 
moved, but that the applicable Kelly tariffs, I. C. C. Nos. 851 and 
1102, were not restricted and were the same as the rule in the 
tariffs covering shipments from Kentucky. The examiner cited 
the Standard Oil case, 81 I. C. C., and Sligo Iron Store case, 62 
I, C. C. and 73 I. C. C., as throwing light on the tariff situation. 
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DEMURRAGE CHARGES ILLEGAL 


A finding of illegality as to demurrage charges collected on 
tile at State College, Pa., has been recommended by Examiner 
Cc. I. Kephart, in No. 16155, National Fire Proofing Co. vs. Belle- 
fonte Central Railroad Co. He said refund should be directed 
and the case dismissed. The complaint alleged the demurrage 
charges on a car detained from August 29 to September 30, 1921, 
were unjust, unreasonable, unauthorized and contrary to the 
provisions of the defendant’s tariff. The examiner said the con- 
signee, when notified of the arrival of the car, told the railroad 
company agent that he would not be able to pay the freight 
charges for several days. On September 26, upon being notified 
by the railroad that something would have to be done about the 
car, the consignee, according to the report, told the agent that the 
railroad company could do whatever it liked about the car. 
Thereupon the railroad notified the consignor, the complainant 
in this case, of the facts, by mail, and asked what should be 
done, adding that “otherwise we will sell the shipment for the 
charges in accordance with law.” This notice, Kephart said, was 
given by mail and was received by the complainant September 
27. The next day the complainant, by wire, asked the defendant 
to release the car to the consignee, the complainant paying the 
charges, including $118 of demurrage. 

The examiner said the Commission should find that it was 
the defendant’s duty, at the expiration of five days from the first 
7 A. M. after the day on which notice of the arrival of the car 
was given the consignee, to notify the complainant that the ship- 
ment was unclaimed. He said that the defendant having failed 
in that duty, it could not lawfully demand demurrage for deten- 
tion thereafter. Notice had to be by wire, Kephart said, as no 
alternative method was authorized. He said the Commission 
should find that demurrage charges exacted for the period sub- 
sequent to the expiration of five days from the first 7 A. M. 
after the day on which notice of arrival was sent to the con- 
signee were illegal and should be promptly refunded. 


REPARATION ON PAPER 

Examiner J. Edgar Smith, in No. 16365, E. C. Palmer & Co. 
vs. Houston & Texas Central et al., has recommended a finding 
of unreasonableness and an award of reparation as to rates and 
charges thereunder on carloads of mixed paper and paper arti- 
cles, in effect prior to September 15, 1922, from New Orleans to 
Dallas. The carriers made a reduction on September 15, 1922, 
and insisted, the examiner said, that inasmuch as the reduction 
was voluntary, no reparation should follow. But Smith asked, 
if it be assumed that such reduction had not been made, what 
would have been the outcome of a complaint. He said the ana- 
lysis of revenues per car-mile, given in his report, was convinc- 
ing that, so far as the rates from New Orleans to Dallas were 
concerned, the reduction should have been made long before 
September 15, 1922. He said the Commission should find the 
rates in issue were unjust and unreasonable to the extent they 
exceeded 75.5 cents prior to July 1, 1922, and 68 cents thereafter. 


EXAMINER RECOMMENDS DISMISSAL 


Examiner P. F. Gault has recommended the dismissal of No. 
16435, United Central Oil Corporation vs. Missouri Pacific et al., 
on a finding that the 22.5 cent rate on crude oil from the El Do 
rado district, to Houston, Tex., is not unreasonable or otherwise 
unlawful. That rate applies on domestic traffic to Houston. A 
rate of 14 cents applies to Houston on coastwise and export 
traffic, and New Orleans as well. That 14-cent rate was estab- 
lished August 16, 1924, following the establishment of a like rate 
to North Baton Rouge on July 10, 1924. An attempt on the part 
of some of the carriers to cancel the 14-cent rate to points in 
Louisiana on the Yazoo & Mississippi Valley, leaving a rate of 
22-5 cents to apply, was found not justified, the examiner said, 
Petroleum Oil from Arkansas to Louisiana, 95 I. C. C., 55, decided 
December 22, 1924. The examiner said the finding proposed by 
him should be without prejudice to any different conclusion that 
might be reached in No. 16190, The Texas Company vs. A. & S. 
et al., now pending, which, he said, presented the question of the 
lawfulness of petroleum rates in that part of the country. 


EXAMINER FINDS OVERCHARGE 


A finding of overcharge and a direction to refund have been 
recommended by Attorney-Examiner John B. Keeler in No. 16188, 
United Iron Works vs. Missouri Pacific et al., as to the charges 
collected on a car of pig iron shipped from Thomas, Ala., to Iola, 
Kan., in July, 1922, and reconsigned to Okmulgee, Okla. Charges 
were collected on the basis of $9 per gross ton to Iola and a 
class D rate of 36.5 cents beyond, plus a reconsignment charge 
of $2.25. Reparation was sought to the basis of $9 per ton. The 
complainant contended the Frisco was negligent in not trans- 
mitting immediately diversion instructions to the connecting 
line at Memphis, Tenn. The examiner said it was unnecessary 
to consider that contention because the $9 rate was applicable 
over the route of movement, although the route via Iola was 
circuitous. 
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CAR DISTRIBUTION CASE 


Examiner Alfred S, Knowlton has recommended the dis- 
missal of No. 16315, Tisdale Farmers’ Union Co-operative Asso- 
ciation vs. Missouri Pacific, on a finding that the defendant’s 
distribution of cars for grain loading, between September 16 and 
December 31, 1922, was not unduly prejudicial or preferential. 
The elevator alleged to have been treated unlawfully was at 
Bushton, Kan. The “prompt loading” rule was in effect at that 
point in the period of car shortage covered by the complaint. 
“Prompt loading” under the rule means the loading, on the day 
a car is set, if not sent later than 10 a. m., and the tendering 
of billing before the close of that day. The examiner pointed 
out that a car set on October 30 was not loaded until November 
4, the reason being that the car was being loaded with grain 
not in the elevator. The weather, he said, prevented prompt 
loading. Under the rule, the examiner said, the complainant was 
charged with five cars more than were actually set because that 
one car was not loaded in accordance with the rule defining 
prompt loading, 


TENTATIVE VALUATION REPORTS 


The Commission, in a tentative valuation report on the prop- 
erty of the Texas & Pacific Railway Company, and its subsid- 
iaries, has reported the final value, for rate-making purposes, as 
of June 30, 1916, of the property wholly owned and used to be 
$64,993,300; total owned as being $68,170,227, and total used as 
being $65,083,616. Included in the item representing the prop- 
erty wholly owned and used, the report said, was $1,993,300 as 
working capital. 

In regard to the company’s claim of an investment of $109,- 
250,902 in road and equipment, including land, the Commission 
said that if certain readjustments were made, that amount 
would be decreased to $89,139,628, 

The cost of reproduction new was stated, for the property 
wholly owned, as $68,146,802 and less depreciation $50,222,467; 
as to total used the reproduction cost new was stated to be 
$65,735,575, and less depreciation as $48,441,914. The total value 
of the land and terminals was given a present value of total 
owned of $12,729,427 and of those used as $11,512,644. 

The Commission has stated the tentative final value for rate- 
making purposes as of June 30, 1916, of the Tennessee & North 
Carolina Railway Company and the Pigeon River Railroad Com- 
pany, the former at $431,322, wholly owned and used, and $939,- 
485 of the total used; and of the Pigeon River road at $335,000. 

In a tentative valuation report the Commission has found 
the final value of the property of the Fairport, Painesville & 
Eastern, of Ohio, as of June 30, 1917, to be $170,725 for total 
owned, and $183,652 for total used property. 

In a tentative valuation report on the property of the Perki- 
omen Railroad Company of Pennsylvania as of June 30, 1917, 
the Commission has found the final value of total owned prop- 
erty to be $1,896,506, and of total used, $1,896,532. 

In a tentative valuation report on the property of the Hous- 
ton Belt & Terminal Railway Company, as of June 30, 1916, the 
Commission has found the final value of total owned property to 
be $3,917,500, and of total used property, $4,872,868. The prop- 
erty is situated in Houston, Tex. 

In a tentative valuation report on the properties of the Big 
Sandy & Cumberland Railroad Company and Knox Creek Rail- 
way Company as of June 30, 1917, the Commission has found 
the final value of the total owned property of the Big Sandy & 
Cumberland to be $63,785, and of the total used property, in- 
cluding the Knox Creek, $319,096. The properties are situated 
in West Virginia, Kentucky and Virginia, 

The Commission has issued tentative valuation reports cov- 
ering the properties of the following carriers in which final value 
has been found as indicated: Doniphan, Kensett & Searcy, of 
Arkansas, as of June 30, 1917, total owned, $39,770; total used, 
$51,910; North East Pennsylvania, of Pennsylvania, as of June 
30, 1917, total owned, $751,471; total used, $751,725; Ligonier 
Valley, of Pennsylvania, as of June 30, 1917, wholly owned and 
used, $689,150; Virginia-Carolina, of Virginia and North Carolina, 
as of June 30, 1916, total owned, 1,826,815; total used, $1,812,415; 
Motley County, of Texas, as of June 30, 1918, wholly owned and 
used, $93,000; and Manila & Southwestern, of Arkansas, as of 
June 30, 1917, total owned, 45,000; total used, $46,275. 

In a tentative valuation report on the property of the Red 
River & Gulf Railroad, of Louisiana, as of June 30, 1919, the 
Commission has found the final value of total owned property 
to be $302,449, and of total used property, $304,952. 


In a tentative valuation report on the property of the 
Chicago & Illinois Midland Railway Company, of Illinois, as 
of June 30, 1916, the Commission has found the final value 
of wholly owned and used property to be $1,999,710. 


In a tentative valuation report on the property of the Hous- 
ton & Brazos Valley Railway Company, as of June 30, 1917, the 
Commission has found the final value of total owned property 
to be $596,957, and of total used property $667,733. The property 
is situated in the southeastern part of Texas. 

In a tentative valuation report on the property of the Ange- 
lina & Neches River Railroad Company, as of June 30, 1919, 
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the Commission has found the final value of wholly owned and 
used property to be $271,849, and of total used property, $272,589. 
The property is situated in the eastern part of Texas. 

The Commission has issued tentative valuation reports on 
the following properties and has found final value as indicated: 
Abilene & Southern of Texas, as of June 30, 1918, wholly owned 
and used, $830,577; Aberdeen & Rockfish, of North Carolina, ag 
of June 30, 1917, wholly owned and used, $496,940; Central In- 
diana, of Indiana, as of June 30, 1917, total owned, $1,904,560; 
total used, $1,905,155; and Prescott & Northwestern, of Arkan- 


sas, as of June 30, 1916, total owned, $350,120; total used, $350,- 
152. 


PACIFIC MAIL ABANDONS OPERATION 


The Trafic World New York Bureau 


The Pacific Mail Steamship Company, one of the oldest 
American steamship lines, has decided to withdraw from opera- 
tion. This was decided on at a meeting of the board of direc- 
tors in New York and was made public by Gale H. Carter, pres- 
ident of the line, in a letter addressed to the stockholders. 

Sale of the five “President” liners operated by the Pacific 
Mail for the Shipping Board to the Dollar line, is given as the 
reason for the withdrawal. This sale left the Pacific Mail with- 
out ships to continue in the trans-Pacific trade. The company 
still operates two services, one between New York and San 
Francisco and another from San Francisco to Panama and the 
West Indies. It was decided that the sound financial policy to 
pursue would be to sell these services. 

Mr. Carter pointed out that it would be impracticable to 
maintain the trans-Pacific service pending the purchase of a 
suitable fleet to replace the ships bought by the Dollar Line. 
“There are no passenger or freight ships now available,” the let- 
ter says, “for purchase or charter suitable for this service and 
capable of operation under competitive basis with the five ships 
recently sold to the Dollar interests. To obtain such a fleet it 
would be necessary to proceed at once to construct ships of 
modern type, especially designed for this service. The estimated 
cost of such construction is at least $10,000,000. 

“Under present shipping conditions the company is not in a 
position to finance expenditures of that magnitude, nor do we 
think that the present or prospective business conditions would 
warrant such an expenditure. The directors of the Pacific Mail 
have, therefore, concluded that the withdrawal of the five ‘Presi- 
dent’ ships compels us to abandon the service.” 

Following this announcement word comes from the Pacific 
coast that a group of shipping men, headed by Herbert Fleish- 
hacker, have offered the Pacific Mail $10.50 cash a share for its 
150,000 shares of stock, providing the Pacific Mail buys from 
W. R. Grace and Company the remaining 150,000 shares, which 
they hold, for a consideration which includes $450,000 in cash 
and the vessels of the company, except the tanker Solana. Grace 
and Company would, in turn, release the Pacific Mail from all 
liability on its $1,000,000 mortgage bonds now owned by them. 

As interpreted by well informed shipping men, the deal 
means that for approximately $1,575,000 Mr. Fleischhacker will 
acquire the seventy-seven-year-old name, good will in the trans- 
Pacific trade and Oriental holdings of the Pacific Mail. Nearly 
all of this sum could be charged off against the name and good 
will, as the properties are not large. 

W. R. Grace and Company would acquire the seven Pacific 
Mail ships on the basis of $2,575,000. This amount is represented 
by the $1,000,000 mortgage against the fleet, held by the Grace 
Line, and by 150,000 shares of Pacific Mail stock, on the valua- 
tion of $10.50 a share as paid by Mr. Fleishhacker for the re- 
maining 150,000 shares. 

The Grace Line would organize a new company to operate 
the eight ships. Three American liners, the Columbia, Ecuador 
and Venezuela, are in the intercoastal trade, the new Swedish 
motor liners, City of San Francisco and City of Panama, and the 
American passenger steamships Corinto and San Juan are in the 
California-Central American service, and the tanker Solano is 
tramping. 

W. R. Grace and Company are said to have expressed ap- 
proval of the deal and a meeting of stockholders has been called 
for June 10 to vote on the proposition. The American Inter- 
national Corporation is the holder of 92,794 shares of Pacific Mail 
stock, which currently sells around $11 a share. The latter com- 
pany is ready to accept the offer. 


COMMISSION ORDERS 


The Commissien has denied the petition of the Missouri\, 
Portland Cement Company for reconsideration, reargument o 
rehearing in I. and S. No. 1996, Cement from Kansas City, Mo., 
district to St. Joseph, Mo., and related points, and No. 15546, Iola 
Cement Mills Traffic Association et al. vs. Santa Fe et al. 

The Commission has modified its order of April 9 in No. 
15200, Chamber of Commerce of Casper, Wyo., vs. C. & N. W. 
Ry. et al., so as to make it become effective on August 25 instead 
of on July 10 in so far as it covers proportional rates from the 
upper Mississippi River Crossings to Casper, Wyo. Further 
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postponement requested in the various petitions filed with the 
Commission has been denied. 

The Commission has reopened its proceeding in No. 11703, 
In the matter of intrastate rates within the state of Illinois, fo: 
further hearing with regard to commutation passenger fares. 

N. Brunetti has been permitted to intervene in No. 16687, 
Hansen-Peterson Company vs. Santa Fe et al. 

The Lexington Board of Commerce has been authorized to 
intervene in No. 16746, Independent Slaughterers’ Traffic Associa- 
tion et al. vs. N. Y. C. R. R. et al. 

The Lignite Producers’ Association has been permitted to 
intervene in No, 16827, Commercial Club of Fargo, N. D., et al. 
vs. Great Northern et al. 

The Weatherford, Crump & Company has been permitted 
to intervene in No. 16900, Atlantic Cotton Association et al. vs 
A. C. & Y. Ry. et al. 

The Illinois Coal Traffic Bureau has been permitted to in- 
tervene in No. 16956, the Grand Ford Commercial Club vs. Great 
Northern et al. 

The Chicago Association of Commerce has been authorized 
to intervene in No, 16981, Board of R. R. Commissioners of South 
Dakota vs. A. & W. R. R. et al. 

The Gulf, Texas & Western Railway Company and W. Frank 
Knox, Receiver, has been authorized to intervene in Finance No. 
4769, in the matter of the application of the Fort Worth & Den- 
ver South Plains Railway Company for a certificate of public 
convenience and necessity, authorizing it to construct and oper- 
ate a new line of railroad. 

The Commission has extended until January 1, 1926, the time 
prescribed in its certificate in Finance No. 2979, for the con- 
struction of a line of railroad by the Oregon Short Line Railroad. 

The Cincinnati Chamber of Commerce and Merchants’ Ex- 
change, Louisville Board of Trade, Omaha Live Stock Exchange, 
the St. Louis Chamber of Commerce and the Southeastern Live 
Stock Association have each been authorized by the Commission 
to intervene in No, 16844, Swift and Company et al. vs. Santa Fe 
et al. 

The Southeastern Live Stock Association has also been au- 
thorized to intervene in No. 16844 (Sub-No. 1), Wilson and Com- 
pany, Inc., et al. vs. Santa Fe et al. 

The Commission has discontinued its proceedings in No. 
4181, second industrial railways case, and I. and §S. No. 414, 
cancellation of rates in connection with small lines of carriers 
in Official Classification territory, in so far as they affect the 
Northampton & Bath Railroad Company. 

The Commission has denied intervention by the Western 
Union Telegraph Company in Valuation No. 438, in re Tennessee, 
Alabama & Georgia Railway. 

The National Association of Button Manufacturers has been 
permitted to intervene in No. 16494, the National Fertilizer 
Association vs. A. C. & Y. Ry. et al. 

The Barber Asphalt Company and Ford Roofing Products 
Company have been authorized by the Commission to intervene 
in No, 13535 (and consolidated cases), Corporation Commission 
of Oklahoma vs. Aberdeen & Rockfish R. R. et al. 

The Commission has reopened for re-examination and fur- 
ther hearing its proceeding in No. 9200, railway mail pay, with 
respect to the facts and circumstances surrounding the trans- 
portation of the mails, and the services connected therewith, 
by the Trona Railway Company. 

The Commission has further modified its order of February 
7 in No. 15552, J. K. Dering Coal Company vs. C. C. C. & St. L. 
Ry., by postponing the effective date thereof until its further 
order. 

W. N. Adams and other joint petitioners have been author- 
ized by the Commission to intervene in No. 16627, Southwestern 
Horse and Mule Dealers’ Association et al. vs. Santa Fe et al. 

The Lignite Producers’ Association has been permitted to 
intervene in No. 16956, the Grand Forks Commercial Club vs. 
Great Northern Ry. et al. \ 

j HECTOGRAPH STATEMENTS BARRED \ 
e Commission has issued the following notice with respect 
to’preparation of statements filed with it: 

Paragraph (a) of rule XXI of the Commission’s rules of practice, 
which has to do with specifications as to complaints, answers, peti- 
tions, etce., specifically provides that all formal complaints, answers, 
motions, petitions, applications, notices, depositions, protests of tenta- 
tive oe or other papers, to be filed, must be typewritten or 

rinteda, 

7" The Commission for the past several years accepted com- 
plaints, applications, and other papers, prepare by the hectograph 
or similar process, but experience has shown that such copies are 
unsatisfactory. The Commission does not construe copies so pre- 
pared as typewritten and therefore they will not be accepted for 
filing in the future. With mimeographed, planographed, or multi- 
graphed copies are not construed as typewritten, they will be ac 
cepted for filing, provided the copies are plainly legible. 





HAMPTON & BRANCHVILLE VALUATION 


Owing to a typographical error, it was reported in The 
Traffic World of May 9, p. 1192, that the Commission had an- 
nounced the final value of the Hampton & Branchville Railroad 


and Lumber Company, as of June 30, 1925. The date of valua- 
tion should have been June 30, 1915. 
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| Cases Recently Decided by State and Federal Courts \ 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Initial Carrier, Liable for Shipment Under Contract, Has Ample 

Remedy Against Carrier Causing Damage: 

(Supreme Court of Wisconsin.) Under St. 1923, 192.8, ini- 
tial carrier, having assumed liability by contract, has ample 
remedy against subsequent carrier connected with shipment, 
through whose actual negligence harm is done.—Lakeside Pack- 
ing Co. vs. Minneapolis, St. P. & S. S. M. Ry. Co., 203 N. W. Rep. 
334. 


DELAY IN TRANSPORTATION OR DELIVERY 


Express Company Unreasonably Delaying Delivery of Salesman’s 
Samplesh Held Not Liable to Principal for Loss of Antici- 
pated Profits: 

(Court of Appeals of Kentucky.) Anticipated profits to man- 
ufacturer from sales of ladies’ suits held too speculative and 
remote to warrant recovery thereof from express company, which 
unreasonably delayed delivery of salesman’s samples.—American 
Ry. Express Co. vs, Steinberg, 270 S. W. Rep. 765. 

Advance Notice of Facts Is Necessary to Recovery of Anticipated 
Profits: 

In order to create a liability for loss of anticipated profits, 
party sought to be held must have been given notice in advance 
of true situation sufficient to create reasonable contemplation 
that profits will be lost if contract be violated.—Ibid. 

Notice to Express Company that Package Contained Salesman’s 
Samples Held Insufficient to Sustain Recovery for Loss of 
Anticipated Profits from Delay in Delivery: 

Notice to express company that package delivered to it con- 
tained salesman’s samples held alone insufficient notice to make 


it liable for loss of prospective profits arising from delay in de- 
livering such samples.—Ibid. 









e — ! 
Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts } 

(Digests taken from Reporters and Digests of National Reporter f 
t 


System, published by West Publishing Co., St. Paul, Minn. 
. ’ Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Public Utility Commissioners Held to Have Jurisdiction to Order 
Switch Connection for Side Track: 

(Supreme Court of New Jersey.) The Board of Public Util- 
ity Commissioners had jurisdiction, under act April 21, 1911 
(P. L., p. 378), sec, 16 (k), to make order requiring railroad to 
provide switch connection for private side track—Robert W. 
Kennedy Co. et al. vs. Board of Public Utility Com’rs et al., 128 
Atl. Rep. 588. 


Land Acquired by Railroad for Right-of-Way Is Charged with 
Public Use: 

Land acquired by a railroad for a right-of-way may be used 
only for purposes consistent with the object for which the com- 
pany was incorporated, in view of railroad act, sec, 3, 13.—Ibid. 
Party Leasing Land from Railroad Holds It Subject to Railroad’s 

Duty to Use It for Railroad Purposes: 

In view of railroad act, sec. 3, 13, party leasing from rail- 
road land acquired by it for right-of-way holds such land subject 
to railroad’s duty to use it for railroad purposes when necessity 
arises, and order of Board of Public Utility Commissioners for 
construction of switch connection for sidetrack does not take 
lessee’s property without compensation.—Ibid. 

Conditions of Order Requiring Switch Connection Held Not Un- 
reasonable: 

Order of Board of Public Utility Commissioners based on act 
April 21, 1911 (P. L., p. 378), sec. 16 (k), requiring railroad 
company to make switch connection for private sidetrack, and 
requiring owner of sidetrack to bear certain expenses, held not 
unreasonable.—Ibid. 

Contract by Lumber Company to Ship a Stated Proportion of 
Its Product Over the Lines of a Railroad Company Held. 
Valid: 

(Circuit Court of Appeals, Ninth Circuit.) A contract made 
in 1888 by a manufacturer of lumber to ship a certain proportion 
of its product over the lines of a railroad company, which im- 
plied an agreement by the railroad company to furnish cars for 
such shipments, was not invalid as in violation of interstate 
commerce act, sec. 2, 3 (Comp. St., sec. 8564, 8565), prohibiting 
discrimination and undue preferences, as requiring the company 
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to furnish the cars regardless of the rights of other shippers, 

but its obligation is to be construed as one to furnish cars on 

reasonable and lawful demand therefor.—Northern Pac. Ry. Co. 

vs. St. Paul & Tacoma Lumber Co., 4 F. Rep. (2d) 359. 

Contract for Special Rate Held Subject to Action by State Au- 
= Changing Lawful Rate, But Not Destroyed by Such 

ction: 

A contract by a railroad company to transport logs for a 
lumber company at an agreed rate is subject to the action of 
state authorities changing the lawful rate on such shipments, 
and is not destroyed by such action, but its terms are modified, 
as was presumably contemplated by the parties—Ibid. 

Contract for Special Rate Held Subject to Regulatory Power of 
National and State Governments: 

A contract by a railroad company to transport logs for a 
lumber company at an agreed rate, though made in connection 
with a sale to the lumber company of the land from which the 
logs were to be cut, and for the purpose of securing increased 
lumber traffic, held subject to the regulatory power of the na- 
tional and state governments over rates.—Ibid. 

Interstate Commerce Commission Has Power to Prevent Undue 
Discrimination Against Interstate Commerce by Intrastate 
Rates: 
The authority vested in the Interstate Commerce Commis- 

sion by transportation act, 1920, extends to the removal of un- 

due, unreasonable, and unjust discrimination against interstate 

— by an order fixing intrastate rates for the purpose.— 

id. 

Damages for Breach Not Recoverable, Where Performance Was 
Rendered Impossible by Subsequent Legislation: 

Where performance of a contract by a railroad company to 
transport logs for a lumber company at an agreed rate was made 
impossible by the action of state authorities in establishing a 
higher rate, it cannot be held liable on the contract for the law- 
ful rate collected in excess of the contract rate.—Ibid. 


WILL CONSTRUE SECTION 206 (F) 


The Supreme Court of the United States this week granted 
a petition for a writ of certiorari to the United States Circuit 
Court of Appeals for the Fifth Circuit in No. 1192, Morgan’s 
Louisiana and Texas Railroad and Steamship Company and 
Yazoo & Mississippi Valley Railroad Company, petitioners, vs. 
F. A. Cocke, and will review the decision of the lower court to 
the effect that section 206 (f) of the transportation act was 
retroactive and retrospective as to reparation claims before 
the Commission. 


The paragraph in question follows: 


The period of federal control shall not be computed as a part of 
the periods of limitation in actions against carriers or in claims for 


reparation to the Commission for causes of action arising prior to 
federal control. 


The petitioners said that the Supreme Court, in Fullerton- 
Krueger Lumber Company vs. Northern Pacific Railway Com- 
pany, 266 U. S. 435, held that the section involved was “pro- 
spective in operation.” 

“The question involved is one of nation-wide importance as 
determining the liability of carriers in reparation claims,” the 
petitioners said. 

Reciting the history of the case, the petitioners said that 
F. A. Cocke sued, April 27, 1923, to recover reparation based on 
an order of the Commission in No. 11960, F. A. Cocke Live 
Stock Co. vs. Beaumont, Sour Lake & Western et al., involving 
rates on shipments of live stock that moved in November and 
December, 1917. The petitioners said they demurred to the suit 
on the ground that since the complaint was filed with the Com- 
mission August 3, 1920, more than two years had elapsed from 
the time the alleged causes of action arose. 

Counsel for the petitioners said the question presented was 
whether or not the language of the transportation act in section 
206 (f) should be given the effect of reviving a cause of action 
which, under paragraph 3 of section 16 of the interstate com- 


merce act had ceased to exist before the passage of the trans- 
portation act, 


OIL RATE REBATING CASE 


In an opinion by Mr. Justice Butler, the Supreme Court of 
the United States, June 2, affirmed a judgment of the Circuit 
Court of Appeals of the Eighth Circuit, in No. 40, United States 
of America, petitioner, vs. Gulf Refining Company, reversing 
conviction of the refining company in the district court for the 
eastern district of Oklahoma on 99 counts, charging that the 
company received concessions and discriminations in rates on 
gasoline shipped by the Gypsy Oil Company between December 
2, 1916, and March 12, 1919, from Keifer, Drumright and Jenks, 
Okla., to the Gulf’s refinery at Port Arthur, Tex., in violation 
of the Elkins act. 

The circuit court reversed the district court and remanded 
the case with direction to grant a new trial. The Supreme Court 
granted a writ of certiorari. The Gulf, insisting the court was 
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without jurisdiction, made a motion to dismiss the writ. The 
Supreme Court concluded it had jurisdiction and proceeded to 
discuss the merits of the case. 

Justice Butler said the gist of each count was that the Gypsy 
company delivered gasoline to interstate carriers by railroad 
at points in Oklahoma for transportation to Port Arthur, Tex., 
there to be delivered to the Gulf, and that the Gulf knowingly 
did accept and received from the carriers a concession or dis- 
crimination in respect of such transportation, whereby the prop- 
erty was transported at a rate substantially less than the lawful 
rate for gasoline. He said it was not alleged what the Gulf 
represented the commodity to be or what, if any, tariff was ap- 
plied. He said it was shown at the trial that all shipments re- 
ferred to in the indictment were made as “unrefined naphtha,” 
under tariffs specifying rates therefor substantially lower than 
the contemporaneous rates on gasoline between the same points. 
Justice Butler said the rates then in force from Keifer were 
illustrative and that they were “Oils, Petroleum Oil and Its 
Products. listed under the head of ‘Petroleum and Pe- 
troleum Products,’” 39 cents per 100 pounds; “Gasoline in tank 
cars,” 33 cents, and “Unrefined Naphtha in tank cars,” 19% 
cents. Continuing, Justice Butler said: 


Where a commodity shipped is included in more than one tariff 
designation, that which is more specific will be held applicable. U. S. 
Industrial Alcohol Co. vs. Director General, 68 I. C. C. 389, 392; Au- 
gusta Veneer Co. vs. Southern Ry. Co., 41 I. C. C 414, 416. And where 
two descriptions and tariffs are equally appropriate, the shipper is 
entitled to have — ~ one specifying the lower rates. Ohio 


Foundry Co. vs. P. . St. L. Ry. Co., 19 I. C. C. 65, 67.; United 
Verde Copper Co. vs. Pennsylvania Co., 48 I. C. C. 663. * * * And 


the burden was on the United States to prove beyond a reasonable 


— that the property so shipped was gasoline and was not unrefined 
nap 


Justice Butler, after discussing the character of the product 
shipped, said that, whatever it might be called, the product was 
not the “familiar article of commerce sold as gasoline.” He said 
a lower rate properly might be applied to a product when in 
an unfinished condition than that applicable to it when finished. 
He pointed out that in National Refining Company vs, M. K. & 
T. Ry., 23 I. C. C. 527, it was held that rates applicable to refined 
oil were excessive when applied to carload shipments of the 
so-called lighter ends of petroleum which had been separated 
from crude oil by a skimming process, but which was useless 
for commercial purposes until a further process of refinement 
had been undergone, and that a reasonable rate on such product 
was not more than two cents per hundred pounds in excess of 
the rates contemporaneously applicable to crude oil. Subsequent 
to that decision, Mr. Butler said, tariffs covering “unrefined 
naphtha” were put into effect on the lines from Muskogee, 
Okla., to Coffeyville, Kan., and from Oklahoma producing points 
to Baton Rouge, La. The product in that case was similar to 
the casinghead gasoline here in question, Mr, Butler said. 

Justice Butler said the evidence negatived any purpose to 


——- or defraud the carriers. In conclusion, Justice Butler 
said: 


The thing shipped was an unfinished product. It was taken to 
Port Arthur to be used to make gasoline. The evidence required a 
finding that it was naphtha. The insistence of the United States is 
that it was not “unrefined.’’ The processes for refining crude oil in 
the production of gasoline include the separation and combining of 
various elements of the crude product, and are not limited to the 
elimination of impurities. The evidence is not sufficient to sustain a 
finding that the making of gasoline of commerce by the use of the 
blended or weathered casinghead gasoline shipped to Port Arthur did 
not involve refining, properly so-called. But even if the process was, 
as contended by the United States, a finishing and not a refining 
process, it is clear that the phrase, ‘unrefined naphtha,” in the tariff 
in question was not misleading and did not contribute to any deception 
or fraud. The thing shipped was not ordinary gasoline, and it was 
lawful to distinguish it by tariff designation and to make the specified 
rate applicable. The words employed describe the product with suffi- 
cient accuracy. The evidence was not sufficient to sustain a finding 
that the shipments in question were not unrefined naphtha. 


FATE OF RELATED GULF CASES 


The Traffic World Washington Bureau 

Defeat of the government in its prosecution of the Gulf 
Refining Company on a charge that it accepted rebates, has raised 
the question as to what will become of related civil and criminal 
prosecutions. They all grow out of the shipment begun eight 
years ago, of a petroleum product, under a tariff item naming a 
rate on “unrefined naphtha.” The government contended that the 
commodity shipped was ratable as gasoline in that it was, in 
some instances, what it termed cashinghead gasoline, and in 
others, blended casinghead gasoline. 

The Railroad Administration has a civil suit against the Gulf 
Company, in the federal court at Houston, Tex., for the recovery 
of undercharges amounting to $497,000, growing out of shipments 
made while the railroads were under federal control. That 
claim, with interest, is believed to amount to close to $600,000. 
Officials who had heard of Justice Butler’s opinion in U. S. vs. 
Gulf Refining Company, but had not had an opportunity to read 
it, were inclined to the opinion that the decision of the Supreme 
Court of the United States left that case without the vestige of a 
foundation. It may have been obiter, it was suggested, for 
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Justice Butler to have put into his opinion the view, that where a 
commodity comes under either one of two descriptions that it is 
entitled to the lower rate, but they admit that that is good law. 

Indictments are pending against C. B. Ellis, the traffic man- 
ager for the Gulf interests as a natural person, against him and 
the oil corporations, jointly, the Gypsy Oil Company as well as 
the Gulf being involved; and against the railroads parties to 
the joint route and rate arrangements. It would not be surpris- 
ing to those who have been engaged in the case, were the indict- 
ments quashed. From such quashing the government might, and 
it is believed, would take an appeal, and in that way bring thé 
question to the Supreme Court again. 

However, some of the pending indictments are under the 
criminal code pertaining to the transportation of explosives and 
other dangerous articles, as well as under the applicable part of 
the Elkins anti-rebate law. Among the indictments is one in five 
counts against BPllis and the Gypsy, alleging they improperly 
described the shipments in violation of the part of the statute 
and commission regulations relating to the billing of explosives 
and other dangerous articles; one of twenty-five counts against 
the Midland Valley, Kansas City Southern and Texarkana & Ft. 
Smith under the anti-rebate sections; another of fifteen counts 
against the Frisco, Kansas City Southern, and the Texarkana 
& Ft. Smith; one of fifteen counts against the Gypsy alleging mis- 
billing in violation of section 10 of the interstate commerce 
statute; one of 35 counts against the Frisco for suffering and 
permitting the misbilling, and another of 50 counts, also against 
the Frisco, alleging permitting and suffering disregard of section 
10 and the parts of the law relating to the transportation of ex- 
plosives and other dangerous articles. 

No charge was made that the tank cars in which the stuff 
in question was shipped were not properly marked to show that 
the lading was of a dangerous character. On the contrary, in the 
discussion and trial of the cases it was freely admitted that the 
cars were marked so as to indicate to those who handled them 
that they contained dangerous lading. But the question was 
raised as to whether the billing did not mislead railroad em- 
ployes into a belief that the lading was not dangerous notwith- 
standing the marking on the tank cars. 

The situation which resulted in the publication of rates for 
the transportation of “unrefined naphtha,” it is said among those 
who have handled the litigation, chief of whom is J. Stanley 
Payne of the Commission’s bureau of inquiry, was one of com- 
petition among the railroads and the oil refiners. The refiners 
are said to have desired a rate on casinghead gasoline, lower 
than the rate on commercial gasoline so that it might move from 
the points of production, at the wells, to refineries and blending 
plants where it could be combined with heavier distillates of 
crude oil and made fit for marketing. One of the railroads is 
said to have yielded to the representations of those interested 
and published a rate on “unrefined naphtha” lower than the rate 
on gasoline so as to warrant the shipment of the very volatile 
product of the wells and condensing plants to blending plants 
and refineries for use in compounding commercial gasoline. 
When that one railroad made such a rate, the others, for com- 
petitive reasons, are said to have followed suit, although the 
Leland committee had refused the prayer for such a rate less 
than the one on gasoline that was a commercial product. 

Among the contentions of the government was one to the 
effect that “crude” naphtha was the first product of the opera- 
tion of a fire still and that what was shipped was not the pro- 
duction of a fire distillation but the product obtained by com- 
pressing gas as it came from the wells into the head of the cas- 
ing, or by absorbing the solid parts in the gas and then removing 
them from the oil that had been used for absorption. 

The trial court found the Gulf guilty. The next court re- 
versed the court of first instance and the Supreme Court of the 
United States affirmed that reversal. Justice Butler’s opinion, 
at first glance, seemed to contain many expressions of opinion 
that might have a considerable effect on the work of the Com- 
mission, both in its civil and in its criminal phases. 


EXCHANGE VALUE CASE 


The Court of Appeals of the District of Columbia, in No. 
4250, United States of America ex rel. Kansas City Southern 
Railway Co. et al. vs. Interstate Commerce Commission, has 
affirmed the judgment of the Supreme Court of that jurisdiction. 
dismissing the petition of the railway companies for a writ of 
mandamus requiring the Commission to make an exchange or 
economic value valuation of their properties instead of the kind 
it did make. The kind it made was for rate-making purposes, 
primarily. 

Specifically, the appellate court did not undertake to pass 
upon the merits of the controversy between the Commission 
and the carriers. The appellate court said the latter contended 
that the Commission, in purporting to carry out the provisions 
of section 19-a, failed to obey the mandate of the act in many 
particulars, among the following to wit: 


That it failed to ascertain and report the economic or exchange 
value of the common carrier property, but instead reported a so-called 
rate-making value thereof; that in so doing it wrongfully gave no 
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weight to (a) the earning power of the property; (b) its productivity 
as reflected by tsi earnings, past, present and prospective; (c) its 
favorable location; (d) its present and prospective volume of tributary 
traffic; (e) its low operating costs; (f) good-will and other like con- 
siderations. The appellants also contend that the Commission failed, 
and refused to comply with the command of the statute to state and 
report ‘an analysis of the methods of valuation employed,’’ or to 
“ascertain and report separately other values and elements of value, 
if any,” or to report in detail as to each piece of property, “tne 
original cost to date,’’ or “‘the value, as well as the original cost, and 
reproduction cost, of all the property used by the appliants. 

Accordingly they proyed for a writ of mandamus directing and 
requiring the Commission (a) to investigate, ascertain and report the 
true economic value of all said properties; (b) to state and report 
an analysis of the methods of valuation employed by it and the rules 
and principles applied in determining the single sum value thereof; 
(c) to ascertain and report separately other values and elements of 
value inhering in said properties; (d) to ascertain and report in detail 
as to each piece of property owned or used by the appellants as com- 
mon carriers the original cost to date; (e) to ascertain and report the 
original cost to date, the cost of reproduction new, the cost of 
reproduction less depreciation, and the value of appellants’ right and 
interest in certain specified properties, to wit: The Kansas City Ter- 
minal Railway Co.; Joplin Union Depot Co.; The St. Louis-San 
Francisco Railway between Belt Junction and Grand View, Mo., and 
the elevator property owned by the K. C. S. Elevator Co., used by 
appellants as a grain depot. 


In disposing of the case the court said: 


It is true that the Commission did not base its valuation upon the 
earning capacity of the carrier properties to the extent claimed by 
the appellants, nor upon the market value of their outstanding securi- 
ties. Nevertheless, it is manifest that the Commission fully assumed 
and exercised the authority or jurisdiction imposed upon it by tne 
Act, and that the real complaint of the appellants is not that the 
Commission refused to consider the points in question, but that it 
considered them and thereupon decided them erroneously. The real 
relief sought by the appellants accordingly is that the valuation 
reported by the Commission be set aside and other valuations 
ordered. This clearly brings the case within the well-established rule 
that the action of mandamus cannot be used as a substitute for an 
appeal nor as a writ of error. The petition of the appellants in ef- 
fect calls for such a review of the proceedings of the Commission in 
violation of the rule just stated. It was rightly dismissed. Interstate 
Commerce Commission vs. Waste Merchants’ Assn., 260 U. S. 32; 
Riverside Oil Co. vs. Hitchcock, 190 U. S. 316; Ness vs. Fisher, 223 
U. 8. 683; Hall vs. Payne, 254 U. S. 343; Work vs. United States, ex rel. 
Rives (March 2, 1925, —— U. S. ); 26 Cyc. 177, notes. 

Accordingly, without passing upon the merits of the controversy 
before the Commission, we affirm the judgment of the lower court, 
with costs. : 





FOURTH SECTION FINES 


The Trafic World Washington Bureau 


A successful move to compel the railroads to observe the 
fourth section of the interstate commerce law has been made 
by the Commission. It has obtained a conviction of the St. 
Louis Southwestern and the Houston Hast & West Texas on 
indictments, in ten counts, alleging disregard of the long-and- 
short-haul part of the section. Judge Trieber, at Little Rock, has 
imposed fines, totaling $1,000, half on each carrier for collecting 
charges on rates made in disregard of the part of the statute 
indicated. He made the fines $100 on each count because he 
was convinced the violation of the law was not intentional. 

The rates found by the court to be in contravention of the 
law provided for the movement of lard substitutes, from Hous- 
ton to Memphis for less money than from Houston to Pine 
Bluff, Ark., an intermediate point. 

W. H. Bonneville, who tried the case for the government 
and the Commission, stipulated with the attorneys for the rail- 
roads to waive a jury. They also agreed to all the facts other 
than the claim of the railroads that if they were violating the 
law they were not doing so by intention. To show that the rates 
were not in disregard of the statute the railroads had two tariff 
men from Leland’s office testify that, in their opinion, the rates 
were protected by two fourth section orders of the Commission. 

Judge Trieber could not agree with the men from Leland’s 
office. He said he was convinced the railroads were not wilfully 
violating the law, but that they knew they could have had the 
disregard of the statute protected by filing an application for 
relief, pending the disposition of which they would have im- 
munity. 

It was announced in Judge Trieber’s court that no appeal 
would be taken, hence the imposition of the fines closed the 
first case in which enforcement of the fourth section by means 
of indictment was undertaken. 


TOO MUCH CREDIT CASE 


The Trafic World Washington Bureau 


The Commission’s men investigating the disregard, by rail- 
roads of the rules prescribed under which a carrier may give 
not more than four days’ credit for the payment of freight bills 
have procured the indictment of the Reading at Philadelphia, 
accusing it of giving fifteen days’ credit to two automobile con- 
cerns. The indictment is in fifteen counts, alleging the grant 
of unlawful credit on shipments delivered between January 15 
and April 30, 1924. 

The rules prescribed by the Commission are based upon 
the authority given it in paragraph 2 of section 3, requiring the 
payment of freight bills at the time of delivery unless arrange- 
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ments for credit, not exceeding four days, have been made under 
proper conditions, 

A year ago the Commission began checking up on allega- 
tions of loose credit arrangements, some of which appeared to 
have been made as part of the inducement to shippers to route 
freight over the rails of the carriers giving the illegal credit. 


Railroads were indicted and found guilty of such practices at 
Cleveland and Buffalo. 


FALSE BILLING VERDICT 


The Commission has been advised that the Marsh Stencil 
Machine Company, of Belleville, Ill., has been convicted, in the 
federal court at East St. Louis, of false billing and fined $1,000 
by Judge English. The company was indicted, in ten counts, in 
September, 1923, accused of billing oil board, carrying a second 
class rate, as card board, the latter taking the third class rate. 
March 4, 1925, the company was accused of shipping oil board 
as oiled paper, the latter taking the third class rate. The two 
indictments were consolidated and tried, May 21, by J. Stanley 
Payne for the Commission, District Attorney Potter for the gov- 


ernment, and defended by Frederick J. Tecklenberg and R. W. 
Ropiequet. . 


SUSPENDED TARIFFS 


The Commission, in I. and S. 2427, has suspended Boyd and 
Jones’ tariffs carrying rates against which the Ohio State Indus- 
trial Traffic League and others have protested (see Traffic World, 


May 16, p. 1259), from June 1 to September 29. The Commis- 
sion, in announcing its order, said: 


‘ By an order entered today in Investigation and Suspension Docket 
No. 2427, the Interstate Commerce Commission suspended from June 
1 until September 29, 1925, the operation of various tariffs published 


os See E. B. Boyd and B. T. Jones, and certain individual car- 


The suspended schedules propose to increase the class rates from 
points in Western Trunk Line territory to St. Paul, Minneapolis, and 
Minnesota Transfer, Minn., applicable as proportional rates on traffic 
destined beyond. These schedules also propose to apply the Indiana 
class rates subject to the Western Classification to the northwest 
as minima from points in Ohio and to cancel across lake routes in 
connection with class rates from Indiana to points in the northwest. 


Before the Commission passed on the schedules suspended in 
I. and S. No. 2427, the railroads smoothed out some of the points 
to which objection had been made and asked for, and received 
sixth section permission to change the tariffs pertaining to those 
points so as to remove objections. For instance, they agreed to 
restore lower rates on knit goods from Rockford, Ill., and to 
revise the rates on glass bottles so as to meet objections that had 
been made. They also agreed to put in a rule to the effect that 
if the aggregate of intermediates made lower than the joint 
through rates, then the lower combinations would apply. ‘The 
carriers having assented to such changes as have been herein 
indicated, it was not necessary for the Commission to consider 
whether it would or would not suspend schedules or individual 
rates as originally presented. 

The Commission’s notice specified the schedules that were 
suspended. ‘Those that were not included in the list of suspended 
tariffs, naturally, became operative, as filed, except as changed 
by the sixth section permissions, the character of which was 
indicated in the preceding paragraph. 

In I, and S. No. 2421, the Commission has suspended from 
May 29 until September 26 schedules published in supplement 
No. 12 to Fonda’s I. C. C. No. 174. The suspended schedules 
propose to amend the application of commodity rates on cement 
and other commodities to and from Shreveport, La., so that 
they would not apply to or from Boyd, Ark., Caddo, La., and 
other Arkansas and Louisiana points in the same general vicinity 
when specific commodity rates are published to or from such 
points. The following is illustrative: 


From Harrys, Texas, to Boyd, Ark., present 18%, proposed 20%. 


In I. and S. No. 2422, the Commission has suspended from 
May 29 until September 26 schedules published in supplement 
No, 12 to Fonda’s I. C. C, No. 174. The suspended schedules 
propose to restrict the rule for constructing combination rates 
on brick and related articles between points in Texas and other 
points in the Southwest so that such rule will not apply be- 
tween points where published through commodity rates are in 
effect via any route. 

In I. and S. No. 2423, the Commission has suspended from 
May 30 until September 27, schedules published in supplement 
No. 3 to St. Louis-San Francisco I. C. C. No. 8454. The sus- 
pended schedules propose to cancel transit privileges on grain, 
grain products and seeds, carloads, at points on the St. Louis- 
San Francisco Railway on traffic originating at points on the 
Atchison, Topeka & Santa Fe Railway, Gulf, Colorado & Santa 
Fe Railway and Leavenworth & Topeka Railroad, which results 
in increased rates. The following is illustrative: 


To Memphis, Tenn., from Wellington, Kans., present through 
rates 36.5, proposed combination rates 42; Kiowa, Kans., 37.5—43.5; 


Hillsboro, Kans., 37.6—42. To Fort Smith, Ark., from Wellington, 
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Kans., present through rates 27.5, proposed combination rates 38.5; 
Kiowa, Kans., 31—40; Hillsboro, Kans., 30.5—38.5. The first figures 
denote present rates and latter figures proposed. 


In I, and S. No. 2425, the Commission has suspended from 
June 1 until September 29 schedules published in supplement 
No. 8 to Pennsylvania (Lines West) tariff I. C. C. No. F-1827. 
The suspended schedules propose to restrict the routing on sand 
and gravel from Terre Haute, Ind., to Willow Hill, Ill., so that 
it will not apply via Effingham, IIl., resulting in increased rates 
to points intermediate to Willow Hill, via that route. Following 
are representative instances of the increases proposed. Rates 
are stated in cents per ton of 2,000 pounds. 


From Terre Haute, Ind., to Dieterich, Ill., present 101, proposed 
270; Wheeler, Ill., present 101, proposed 270. 


In I. and S, No. 2426, the Commission has suspended from 
June 1 until September 29 schedules published in supplement 
No. 6 to Boyd’s I. C. C. No. A-1531. The suspended schedules 
propose to establish proportional commodity rates applicable on 
canned or preserved fruits and vegetables, condensed or evap- 
orated milk, pickles, and dried beans and peas from Minneapolis, 
Minnesota Transfer and St. Paul, Minn., to New York, N. Y., 
and other eastern points for application on traffic originating 
beyond the above mentioned Minnesota points, which would 
result in increases. The following is illustrative: 


To New York, N. Y., from St. Paul, Minn., present Northline, 
Wis., combination, 75; proposed proportional rate, 78. 


In I. and S. No.*2420, the Commission has suspended from 
May 27 until September 24 schedules published in supplements 
Nos. 2 and 3 to Atchison, Topeka & Santa Fe I. C. C. No. 10037. 
The suspended schedules propose to establish transit privileges 
at Kansas City, Mo.-Kans., on grain originating at points in 
Colorado and Kansas and at Superior, Nebraska, when the final 
destinations of such shipments are located in Texas or Louisi- 
ana. The proposed rules would result in the transited grain 
being back-hauled from Kansas City, in some instances 350 miles, 
without charge, to reach the final destination. 

In I. and S, No. 2424, the Commission has suspended from 
June 1 until September 29 schedules as published in supplement 
No. 48 to Boyd’s I. C. C. No. A-1419. The suspended schedules 
propose to increase class rates from Memphis, Tenn., and Cairo, 
Ill., to various points in Colorado, Kansas, Missouri and Ne- 
braska. The following table is illustrative: 


From Memphis, nae to ae ee owe. 


Classes—1 A B Cc D E 
Me siwawes 166 135%_ 102 87% 70% 75 58% 51 4346 36% 
[ eee 164% 139 115 99 79% 85 65 57 49 40% 

From Memphis, Tenn., to Wichita, Kans.: 

Classes—1 2 3 4 5 A B Cc D E 
MM. stinetes 182 152 123% 97 83% 8314 67 55 4314 36% 
i svecont 197% 166 142 124% 96 99 81 69 58% 61 


A—Present. B—Proposed. 


In I. and S. No. 2428, the Commission has suspended from 
June 4 until October 2, schedules published in Leland’s I. C. C. 
No. 1748, The suspended schedules propose an adjustment in 
the rates on slack coal, carloads, from stations in Arkansas 
and Oklahoma on the Midland Valley Railroad to destinations 
in Texas, which would generally result in increased rates. The 
following is illustrative: 


From 
— Valley R. R. Stations 
° 


Present Proposed 
a aia dra ans bite ides dt Gnd oh Bias Ww Gal wes eee Oe 219 304 


LT I aos in asad ds rk aide anes bia aw warm elae wee 401 474 
Houston, Texas 


The Commission, in I. and S. 2429, has suspended, from 
June 5 to October 3, schedules in supplement 5 to Dulaney’s ex- 
ceptions to Southern Classification, I. C. C. No, 20. They pro- 
pose to prohibit the acceptance of alcoholic liquors, in less than 
carloads, for transportation by freight via the L. & N. The 
L. & N., in justifying its attempt, pointed out that, in ten days, 
it had offered six shipments of 225 cases of liquor from which 
it collected $74.14 in freight and spent $63.58 to protect it from 
thieves; hence its desire to be relieved from the duty of han- 
dling liquor in small quantities. 


FINANCE APPLICATIONS 


The Illinois Central, the Chicago, St. Louis & New Orleans 
and the Canton, Aberdeen & Nashville have applied for authority 
to issue $7,094,000 of Illinois Central and Chicago, St. Louis & 
New Orleans joint refunding mortgage 5 per cent bonds, to re- 
imburse the treasury of the Illinois Central for advances made 
for additions and betterments to the properties of the Chicago, 
St. Louis & New Orleans and the Canton, Aberdeen & Nashville 
by the Illinois Central. The applicants said an offer of 97.50 
per cent for the issue, made by Kuhn, Loeb & Co., had been 
accepted. 

The Ann Arbor has applied for authority to issue $122,000 
of improvement and extension mortgage bonds and to pledge 
$75,000 of such bonds as collateral for notes. 
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The Washington & Lincolnton Railroad Company has ap- 
plied for authority to issue promissory notes in connection with 
the purchase of a locomotive. The applicant proposes to issue 
ten notes for $400 each, and 36 notes for a total of $15,750. 

The Norfolk & Portsmouth Belt Line Railroad Company has 
applied for authority to issue a $50,000 note to the Norfolk Na- 
tional Bank of Norfolk, Va., in renewal of a note for a like 
amount held by that bank. 

The Southern Pacific Company has applied to the Commis. 
sion for authority to issue and sell $10,491,000 of equipment trust 
certificates at not less than 96.91 per cent of their principa] 
amount and accrued dividends. The proceeds from the sale of 
the certificates will be applied on the purchase of railroad equip- 
ment costing approximately $15,000,000. The certificates will be 
sold in the first instance to the Southern Pacific Railroad Com. 
pany at par and accrued dividends and resold by that company 
to Kuhn, Loeb & Company, for 96.91, if the Commission approves 
that basis of sale. 


DISMISSES FINANCE APPLICATION 


The Commission has dismissed the application of the Golden 
Belt Railroad Company, of Kansas, for authority to issue 
securities to be used in construction of a proposed line of rail- 
road from Great Bend to Hays, Kans. It said the application 
must be dismissed because the application to build the line 
was theretofore denied. 


PETITIONS FOR REHEARING, ETC. 


The defendants and respondents in No. 15200, Chamber of 
Commerce of Casper, Wyo., vs. C. & N. W. Ry. et al., and I. and 
S. No. 1983, class rates between Montana, Nebraska, South Da- 
kota and Wyoming points, have filed a petition with the Commis- 
sion asking for further hearing or reargument. 

The Ohio Farm Bureau Federation has petitioned the Com- 
mission to grant a rehearing in Finance No. 4166, in re aban- 
donment of the Lorain, Ashland & Southern Railroad. 

The complainants in No. 14193, Great Western Paper Com- 
pany vs. M. St. P. & S. S. M. Ry., have asked the Commission 
for reopening and reconsideration upon the record as made and 
for permission to offer additional evidence in support of the 
allegations contained in the complaint. 

The. complainants in No. 14827, National Association of Up- 
holstered Furniture Manufacturers et al. vs. Ann Arbor R, R. 
et al., have filed a petition with the Commission requesting re- 
hearing and oral argument. 

The complainant in No. 14044, Metropolitan Utilities District 
of the City of Omaha vs, Director-General et al., has moved for 
a reopening and reconsideration of its proceeding by the Com- 
mission. 

The complainant in No. 15420, Virginia Blue Ridge Railway 
vs. Southern Railway, has asked the Commission to reconsider 
its decision therein and grant reargument. 

The complainants in No. 11218, Wilbur Lumber Company et 
al. vs. Director-General, and No. 11230, F. C. Mintzlaff et al. vs. 
Director-General, have asked for certain modifications to the 
Commission’s findings therein. 


MODIFIED PROCEDURE DOCKET 


It has been decided to withdraw No. 16935, Apache Powder 
Co. vs. A. T. & S. F. Ry. Co. et al., from the modified procedure 
docket. At the suggestion of complainant, this case has been 
consolidated with No. 16966, and the cases will be assigned for 
hearing in due course. 

Suggestion has been made that No. 17050, Andrews 
Brothers Company et al. vs. Pennsylvania Railroad Company, 
be placed upon the modified procedure docket. 

It has been suggested that No. 17043, Arthur T. Vanderbilt 
and Charles G. Wilson, receivers of the Southern Cotton Oil 
Co., vs. Atlantic Cost Line et al. be placed on the modified 
procedure docket. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Minneapolis & St. Louis 
to issue $1,000,000 of 7 per cent receiver’s certificates, the pro- 
ceeds of which will be used to pay debts and obligations incurred 
in the operation and maintenance of the trust estate. 


CHANGES IN DOCKET 


Argument in No, 15034, the Ontario Paper Company, Ltd., 
et al. vs. Can. Nat. Rys. et al., assigned for June 3, at Washing- 
ton, D. C., was postponed to a date to be hereafter fixed. 

Hearing in No. 16809, Carson, Pirie, Scott & Company et 
al. vs. Santa Fe et al. assigned for June 3, at Chicago, before 
Examiner Smith, was postponed to a date to be hereafter fixed. 


ABANDONMENT OF LINE 


The Buffalo, Bradford & Pittsburgh and the Erie have been 
authorized to abandon a branch line of railroad from Crawford 
Junction to Alton, Pa., a distance of a little less than two miles. 
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NICKEL PLATE MERGER HEARING 


The Traffic World Washington Bureau 


Cc. L. Lingo, traffic manager for the Inland Steel Co., Chi- 
cago, in the Nickel Plate merger hearing, said he hoped the 
Nickel Plate application would be approved. He said experience 
was that the service to shippers was improved by unified control. 
He referred particularly to his experience with the Indiana Har- 
bor Belt and other terminal railroads in the Chicago district. 

W. J. McGarry, manager of the open top car section of the 
car service division of the American Railway Association, sup- 
plemented figures he had put in at a prior hearing to show the 
increase in the efficiency of the Chesapeake & Ohio since 1922. 
He was asked to prepare statistics pertaining to other railroads. 
In his testimony at this hearing, in addition to furnishing statis- 
tics pertaining to other roads, he brought his figures concerning 
the Chesapeake & Ohio down more completely. Among other 
things he said his figures showed was that from 1922 to 1924 
the Chesapeake & Ohio jumped from 58rd to eighth in rank 
based on the number of miles per day made by cars. 

O. P. Van Sweringen, chairman of the board of the Nickel 
Plate, testifying before Commissioner Meyer and Director Ma- 
haffie, related the steps taken that resulted in the application 
for authority to unify the properties of the Nickel Plate, the 
Chesapeake & Ohio, the Hocking Valley, the Erie and the Pere 
Marquette into one system. Laying the foundation for detailed 
statements, the witness said: . 


I am glad to be before this Commission to supply any in- 
formation that may be desired, but, before doing so, I ask the 
privilege of making two statements: 

First, my brother, M. J. Van Sweringen, and I have believed 
from the beginning that we are engaged in a constructive under- 
taking which will promote the public interest. If we are right 
the experience and knowledge of this Commission will confirm 
that belief and the public of the United States will have the 
Commission’s judgment and its support. If what we are doing is 
not in the public interest, we realize it would not last and we 
have no desire to be permitted to do it. 

Second, we have done the best we knew how to be fair to 
every interest involved in the proposed unification. It does not 
matter in this comparison how small or how large any stock- 
holder’s interest is, or how long he has held it. All should be 
justly dealt with and we want to feel, when this case is over, 
that this Commission has either found our proposal fair to all, or 
has so modified it that the most obscure and unrepresented 
stockholder in any of these properties will have been as fairly 
treated as larger interests which are here to represent them- 
selves. 

Perhaps I should make a third observation—there is no fact, 
large or small, about any part of this proposal which I desire to 
keep from the Commission. If my present recollection, as a wit- 
ness, does not cover every question the Commission desires to 
know about, I will use every agency at my command to procure 
and produce any information which the Commission feels will 
aid it to reach a judgment satisfactory to the public, to the 
stockholders and to itself. 


The two subjects upon which I can be most useful are the 
financial relations of O. P. and M. J. Van Sweringen to each 
step of the development and the effort made by us to fix fairly 
the bases for treatment of the several classes of shares that 
enter into the unification plan which we proposed August 20, 
1924, to the stockholders of the New York, Chicago & St. Louis 
Railroad Company, the Chesapeake & Ohio Railway Company, 
the Hocking Valley Railway Company, Erie Railroad Company 
and Pere Marquette Railway Company. 

In this connection a brief reference to the early activities of 
my brother and myself may be justified by the fact that this is 
the first large unification plan considered by the Commission 
since the passage of the Transportation Act. That the country 
has complete confidence in the Interstate Commerce Commission 
and will accept its judgment goes without saying, but I regard 
it as of the highest importance that, in this first case, there 
should be no undisclosed reationship or reservation upon which 
even a suspicion could rest that the transaction was not con- 
ceived and carried out in the public interest, with a determination 
to be fair and just to every interest involved. The only kind of 
a railroad I am interested in is one which deserves and has the 
informed sympathy of the people it serves, and I hope this in- 
quiry will be so full and the Commission’s judgment so clear 
that no reasonable doubt will remain. 


It was in the year 1916 that we made a contract with the 
New York Central Railroad Company for the purchase from 
them of the majority of the stock of the then New York, Chicago 
& St. Louis Railroad Company, whcih they owned. The manuals 
and other financial publications in many instances carry the 
correct information, but for the purpose of this record we now 
state that our purchase comprised 25,032 shares of the then first 
preferred stock, 62,750 shares of the second preferred and 62,400 
Shares of the common. The purchase price was eight and a 
half million dollars. The market price at that time was about 
the same amount. The book cost of this stock to the New York 


Central Railroad Company, we understand, was likewise about 
the same amount. 


The performance of the railroads had been such that divi- 
dends on only the first preferred stock outstanding had been 
paid with any regularity. Intermittently, the second preferred 
had received dividends, and in two or three different years there 
was a small dividend paid on the common. 

It has been the subject of some public comment that when 
buying the railroad we did not have eight and a half million 
dollars or anything like that amount, and therefore we must have 
represented someone else. The favorite suggestion was that the 

someone else” was the New York Central Railroad Company 
and that they had not really sold the property to us at all, but 
had turned it over to us, and that we were the “little brother,” 
so to speak, of that railroad. The comment was that the New 
York Central was obliged to sell the property, and, fearing its 
competition if sold and developed, had adopted this suberfuge 
method of continuing in the control of the property. 

Our relations with the New York Central people have al- 
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ways been pleasant. We are probably better known to them 
because of this and later transactions than we are to some 
other railroads who are also our competitors, but I hope it is 
not necessary for us to quarrel with them to establish that 
this “little brother” idea is unfounded in fact. 

That we did not have the eight and a half million dollars 
is a too true, but we did not require it all at one time. Six 
and a half million dollars of the purchase price was deferred 
over a period of years with the stock pledged as a collateral for 
its payment. The two million dollar cash down payment, I 
assure you, was hard enough to raise. We had accumulated 
some property as a result of our real estate operations in and 
about Cleveland, but we had not reached the stage where we had 
two million dollars in the bank. We were busy enough raising 
the money within the limited time. Our method of providing it 
was the organization of the then Nickel Plate Securities Corpora- 
tion, with the creation of common stock and 7 per cent cumu- 
lative preferred stock. We transferred to this securities corpo- 
ration all our rights of purchase of the railroad and certain 
other real estate securities to suitably collateralize or further 
secure the investment risk of the stockholders that we purposed 
to interest in the purchase of this corporation’s shares. We then 
set about to sell enough of the preferred stock at par to our 
friends and business associates in and about Cleveland who we 
felt had sufficient confidence in us to invest with us. We very 
frankly retained control of three-quarters or thereabouts of the 
common stock, contributing the rest with the preferred so that 
we might realize par for the latter. 

There was no railroad interest or railroad officers’ interest 
in the purchases. 

After Mr. Bernet took charge of operation for us when we 
bought the property, he virtually remade the railroad in respect 
of its motive power and rolling stock, strengthening bridges 
here and there where necessary and lengthening sidings so that 
trains theretofore limited to thirty or thirty-five cars were 
thereafter made up of sixty to seventy cars and, with improve- 
ments from time to time since, this latter number has been in- 
creased to equal the operations of our competitors and the stand- 
ard railroads of the country. 

The result of all this was a prompt reflection in the earning 
power and the net of the property, so that it was not inconsistent 
very soon to meet with regularity not only dividends on the 
preferred stocks, but the common stock as well, with a very 
considerable surplus accruing in the treasury. 

It was natural, consequently, the stocks of the company 
having strengthened in their selling value so materially, that 
were we to have sold the shares there would have been a hand- 
some profit upon them. 

As I have just stated, we retained control of the railroad 
through the securities corporation, and, as the railroad pros- 
pered, our credit position improved accordingly, and the worth 
of our assets increased. We naturally began to have a decided 
interest in railroad development, and it became clear to us that 
there was a constructive opportunity in it. 

The transportation act, providing for the grouping of the 
railroads of the United States into a limited number of -sys- 
tems, also appealed to us as a further constructive opportunity 
consistent with public policy. 

We had seen what was possible to be done with the Nickel 
Plate, and we believed it could be done with other railroads of 
like character. A 

This Commission’s tentative plan for groupings had been made 
public in the summer of 1921, and we began to devote a great 
deal of time to a study of the railroads of the eastern region 
which this Commission had grouped, preseumably as a sugges- 
tion for consideraiton by the railroads and the public involved. 


Mr. Van Sweringen then gave in detail the steps taken in 
connection with the original Nickel Plate consolidation case in- 
volving the merger of the old Nickel Plate company, the Clover 
Leaf and Lake Erie & Western and affiliated lines, In this 
connection the witness said he and his brother felt that one of 
the most unfortunate conditions in the railroad world was the 
“absence of parental interest, guidance and encouragement— 
someone to be responsible for the policies and pursuits of the 
company through having the major stock interest. If we could 
not control the properties to the extent necessary to assure con- 
tinuity of policy, we did not want to be interested in them.” 

“We have tried to look into the future and be progressive, 
and we wanted a free hand in doing so,’ Mr. Van Sweringen 
said. 

Continuing, the witness, in part, said: 


We have now told how we acquired the Nickel Plate, Lake 
Erie & Western and the Clover Leaf. We have not told why we 
acquired control of the Chesapeake & Ohio, Hocking Valey, the 
Erie and the Pere Marquette, nor how we acquired the stocks of 
these companies. 

Before the tentative plan of this Commission was promulgated 
Dr. William Z. Ripley was engaged by the Commission to make 
recommendations of groupings. There was also a study made 
by Mr. John E. Oldham for the Investment Bankers Association. 
In the light of the fact that these plans, as also the Commission's 
plan were elearly pronounced as tentative or suggested plans, it 
did not seem inconsistent that we should give independent study 
to what we thought would fit all our conditions best and still 
preserve the alliance of weak and strong railroads, trends of 
traffic, natural interchanges and other things inherent in the 
other suggested plans. The variation between this Commission’s 
plan and Dr. Ripley’s plan, simultaneously published by this 
Commission, indicated, as we saw it, that there was no sacred- 
ness to the tentative groupings as made. 


With this basic thought, we set about, as I have stated 
earlier, to study more thoroughly our own position and its rela- 
tion to other railroad properties so we might be assured in our 
own minds that we had a grouping which would enable us to 
compete with our competitors and one we could assemble from 
a financial standpoint in a practical way, and so organized as a 
unified plan that we could provide the necessary money for 
fulfillment of the obligation of railroads to give service to those 
dependent upon them for that purpose. 

It was necessary for us to distinguish between the theo- 
retical and the practical, both in respect of acquisition of prop- 
erties to be grouped and financial possibilities of organization. 
It was necessary for us to reckon that we would be expected, in 








1456 THE TRAFFIC WORLD 


keeping with the transportation act, to align in our groupings 
some of the weak railroads as well as the strong and to give 
consideration to what our competitors would have and how we 
would be affected thereby. 

This led us, as advocated to this Commission in its hear- 
ings on general railroad consolidations, to the conviction, as briefly 
set forth in a statement by counsel for the Nickel Plate at one 
of those hearings, that the public interest would be better served 
in still another grouping than any of those theretofore tenta- 
tively proposed, though identical as to several of the properties 
involved in the groupings of this Commission and of Dr. Ripley 
and of Mr. John E. Oldham. The same principles generally 
have been followed in all of the plans. 

This Commission, I believe, is informed of the progress made 
in the eastérn region toward a four-system plan, and it seems 
proper to state here that the groupings of the railroads under 
our plan of August 20, 1924, is in keeping with this four- 
system plan. 

This four-system grouping is generally known among rail- 
road executives in the eastern region, and there is no present 
evidence of dissatisfaction by any of the trunk or stem lines in 
any of the proposed four-system or five-system groupings with 
the unification plan now particularly being considered in this 
hearing. The consolidation of the Lake Erie & Western, the 
Clover Leaf and the old Nickel Plate was as proposed by this 
Commission and by Dr. Ripley. It was also in keeping with the 
principles of Mr. Oldham’s plan. 


We cite this at this time only as tending to show that our 
plans do not ruthlessly destroy or disregard the many suggestions 
and tentative studies for grouping all the railroads into a lim- 


ited number of competitive systems. The public interest has 
not been overlooked. 


There are other railroads we will desire to acquire to fully 
round out the Nickel Plate system, as we see it completed, but 
those proposed by us now to be unified, in our judgment and by 
figures and facts brought forward in this hearing in support o 
our present undertaking, should function well in the service to 
be rendered to the shippers and the public, and competitively 
insofar as the immediate territory served is concerned. The pro- 
posed system will be financially able to provide the necessary 
capital for additions and betterments in keeping with its neces- 
sities. This grouping study, briefly, is our explanation as to 
why we have become interested in the Erie and Pere Marquette 
railroads, our entrance into the Chesapeake & Ohio property 
having preceded somewhat these later conclusions, we having 
theretofore decided that the Nickel Plate and the Chesapeake & 
Ohio would supplement each other advantageously. 


Mr. Van Sweringen then reviewed the steps taken in ac- 
quiring the stock of the Chesapeake & Ohio, Hocking Valley, 
Erie and Pere Marquette, and reviewed in considerable detail 
the financial transactions involved. He referred to provision 
that had been made for dissenting stockholders to sell for cash 
at a price arrived at by mutual agreement or by arbitration. He 
construed the provision as assuring the dissenting stockholders 


that they would get “fair value” for their stock. In conclusion, 
he said: 


From the standpoint of the unified company, therefore, un- 
der the conditions as stated, it will issue its preferred and com- 
mon stock in the following amounts and ratios: 

1. For all of the stock of the Chesapeake & Ohio, $132,- 
936,430, or 40.41 per cent. 

2. For all of the stock of the Erie, $76,944,960, or 23.39 
per cent. 


3. For all of the stock of the Pere Marquette, $60,675,200, 

or 18.44 per cent. 
For all of the assets of the Nickel Plate proposed to be 

leased and subsequently conveyed, $56,272,130, or 17.10 per cent. 

5. For Hocking stock in the hands of the public, $2,161,600, 
or .66 per cent. 

Total, $328,990,320, or 100 per cent. 

The ratio of distribution of stock here proposed represents 
our judgment of two things: 


First: What the new or unified company can afford to issue 
of its own securities in payment for what it gets. 

Second: What represents a fair payment to each of the sev- 
eral stockholders in relation to each other. 

The result may be tested by many theories, and I have no 
doubt that different minds will approach the problem from dif- 
ferent points of view, leading to variations as one or another 
element is emphasized. The basis of our proposal is not found 
in any mathematical formula, but grew out of the foregoing con- 
to gaeaae corrected and guided by all the studies we could 
make. 

Value is a matter of opinion and judgment, whether it is 
applied to land, to railroads or to any other form of wealth. 

We therefore felt it was essential in any plan for the unifica- 
tion of these properties that we recognize that fact. 

Accordingly, there is inserted in the plan the provision that 
any stockholder who does not elect to join in the undertaking 
may have his stock appraised and shall be entitled to receive 
the fair value of his stock in money. 

No plan could be carried through without the approval of 
a majority of the outstanding stock. . 

Once that vote has been registered, certainly in a public 
utility, it has always seemed to me that any stockholder who 
objected to the undertaking had two practical alternatives— 
either to agree with the majority or to accept the fair value of 
his stock in money, and retire. 

If there is any fairer or more equitable method of providing 
for the protection of all parties in interest, assuming that what 
is proposed to be done is in the public interest, I do not know it. 

Approximately nine months have elapsed since our proposal 
was submitted to the thousands of stockholders of the several 
companies and to the public at large. Nothing hes occurred 
during that time to change my opinion that the terms of the 
original proposal constitute a fair, just and equitable treatment 
of all parties in interest. 


A detailed cross-examination of Mr. Van Sweringen was un- 
dertaken by H. W. Anderson, counsel for the C. & O minority 
stockholers. Counsel asked for memoranda or data showing how 
the plan was developed. The witness indicated that much of 
the preparation of the proposal involved oral discussions and 
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that there was little, if anything, in writing that could be sub- 
mitted in addition to what had been placed before the Commis- 
sion. Counsel pressed for the submission of such data, how- 
ever, and the witness said he would endeavor to meet the request 
of counsel as well as he could. In reply to questions, Mr. Van 
Sweringen said he and his brother had become interested in the 


+ Nickel Plate originally as the result of having had to build a 


‘railroad from a real estate development project in Cleveland to 
the downtown section of the city. Counsel asked many ques- 
tions to develop how the Van Sweringens had financed the ac- 
quisition of the Nickel Plate. It was developed that the Van 
Sweringens put in $520,000 in cash and their real estate and 
rapid transit holdings as security when they first acquired the 
Nickel Plate. Their total holdings in the Nickel Plate, Clover 
Leaf and L. E. & W. were bought for approximately $21,000,000. 
They sold approximately $17,000,000 of preferred and common 
stock, making the net cost somewhat more than $3,000,000. On 
the basis of the market quotations for Nickel Plate stock as of 
May 28, the Van Sweringen holdings in the Nickel Plate, it was 
developed, had a value of approximately $20,000,000, giving them 
a “paper” profit of approximately $17,000,000. Counsel attempted 
to draw the conclusion that this resulted from an initial cash 
investment of $520,000, but Mr. Van Sweringen pointed to the 
fact that in addition to that amount of cash he and his brother 
had put in their other holdings as described, which, he said, was 
worth many, many dollars. 


The hearing was adjourned May 29 until June 17. Newton 
D. Baker, formerly Secretary of War, appeared as associate 
counsel for the Nickel Plate when Mr. Van Sweringen took the 
witness stand. 


NEW ENGLAND DIVISIONS CASE 


The Trafic World Washington Bureau 


According to H. T. Newcomb, speaking for the Delaware & 
Hudson, before the Commission in argument on the New Eng- 
land division case, that company is now contributing a dispro- 
portionate share of the amount the Commission decreed, by the 
outstanding order, should be paid to the New England carriers. 
His computations, made from figures in the record, he said, 
showed that it was paying more than five per cent of its net 
operating income, from all traffic, to the New England carriers. 
It contributed a bit more than $10 out of each $1,000 of net 
railway operating income to them, while the other roads con- 
tributed something more than $2 out of each $1,000, the con- 
tribution of the Delaware & Hudson being 4.9 times as great, per 
$1,000 of income, as that of the other roads. 


Any increase, he suggested, would be a taking of money for 
a public use, without compensation. In addition to the point 
about the disproportion contributed by the Delaware & Hudson, 
Mr. Newcomb said that if the New England roads were in need 
of additional revenue they could obtain it, so far as their an- 
thracite traffic was concerned, by bringing their rates to the 
more distant points up to the level of the intermediate points, 
thereby, in addition to increasing their revenue, bringing their 
rates into harmony with the principle of the fourth section. 
Most of his remarks were directed at the Boston & Maine, the 
New England connection of the Delaware & Hudson with which 
the great bulk of the interchange was made. 


As to the point made by Mr. Choate, that the New England 
roads were paying $200,000 more in freight rates on their fuel 
than they received from their connections as divisions, he said 
that that was not true in respect of the Delaware & Hudson. 
That road, he said, had lost that tonnage, to whom he said he 
did not know, but he assumed it was moving via Rotterdam 
Junction, over the New York Central. As to that Rotterdam 
Junction route he pointed out that the allowance to the connec- 
tion east of the Junction, for a 22 mile haul to Mechanicville, 
was ten cents per ton, yielding a ton-mile something in excess 
of four mills, whereas the Boston & Maine expressed dissatis- 
faction with the yield of more than 16 mills out of a rate to 
Fitchburg, Mass., for a haul of 138 miles from Mechanicville, 
the junction point with the Delaware & Hudson. 


Henry Wolf Bikle, speaking for the Pennsylvania only, said 
it was surprising to have the southern roads assert that by 
reason of the divisional agreement between the New Haven and 
the Pennsylvania, increases in divisions which they might be 
required to make for the benefit of the New England roads, 
would go to the Pennsylvania, in view of the fact that the new 
agreement was made on direction from the Commission because 
the prior arrangement seemed illogical. He said the new ar- 
rangement was intended and did leave the total sum the Penn- 
sylvania paid the New Haven unchanged. 


Mr. Bikle gently ridiculed the argument of the New England 
roads. based on ratios figured out by Professor Cunningham, 
their witness, on the cost of interchanging freight because, as he 
pointed out, the professor declined to translate his own figures 
into conclusion as to divisions and rates. The professor’s re- 
fusal to commit himself as to the meaning of the figures he had 
compiled, he showed by references to the record, was made on 
cross examination. 
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BARGE LINE OPERATIONS 
The Trafic World Washington Bureau 


Brigadier-General T. Q. Ashburn, chairman and executive of 
the Inland Waterways Corporation, has issued a pamphlet on 
“Waterways and Inland Seaports” in which he reviews the situa- 
tion with respect to the operation of the government barge lines 
on the Mississippi and Warrior rivers. The pamphlet embraces 
a series of newspaper articles that were prepared recently by 
General Ashburn. 

The pamphlet shows that the Mississippi and Warrior river 
facilities represented, on July 1, 1921, approximately $13,000,000, 
invested at war-time prices. The last report of the Director- 
General of Railroads shows that the total cost to the Railroad 
Administration, as the result of establishing the services on 
the Mississippi and Warrior rivers, was $12,193,315.75. 

General Ashhburn says, if the facilities had been disposed of 
on the basis of other similar equipment created for war-time 
purposes, a realization of 5 cents on the dollar would have been 
more than the average, and the government could possibly have 
obtained $650,000 by a sale. If that had been done, he adds, the 
fleet would have been broken up and waterway commerce on the 
Mississippi and Warrior rivers destroyed. 


In 1922, 1923 and 1924, there was made available by Con- 
gress for operation of the services a total of $2,084,650. General 
Ashburn says, if that amount is added to the $650,000, which 
might have been realized by a post-war sale, the total invest- 
ment of the government in the project, the “total peace invest- 
ment” of the government in this project is $2,734,650. 


Of the total authorization of $5,000,000 of capital stock of 
the Inland Waterways Corporation, under the act creating the 
corporation, $1,500,000 of stock has been bought by the govern- 
ment and the money invested in the project. Adding the original 
war-time investment, the total appropriations made thereafter 
and the $1,500,000, the total investment of the government in the 
project becomes $15,777,965.75. 


The Inland Waterways Corporation had its property valued 
by the American Appraisal Company of Milwaukee which re- 
ported a valuation of approximately $10,000,000. In the view of 
General Ashburn, the government, by “holding on,” enhanced the 
value of its investment $7,625,350, that amount representing the 
difference between the valuation of $10,000,000 and the govern- 
ment’s “peace investment” in the project. 

The following statement has been submitted to General 
Lord, Director of the Budget, by General Ashburn: 


The current liabilities of the Inland Waterways Corporation at its 
organization June 1, 1924, exceeded its current assets by $588,114.67. 

The current assets of the corporation as of April 1, 1925, exceed 
the current liabilities by $235,426.21. 

New money has been added to the business since the incorpora- 
tion, as follaws: 


Ce CE I oo. cinccine «(sa Ooineclnoe heheh aweedeeeneenee $1,500,000.00 
Appropriations used .....ccecesccscece acaiiatmeat berate alecarata aie: oleisiete »276.14 
Collections on loans and notes receivable.......cceceeeceees 28,610.15 
Operating profit of Mississippi-Warrior service, after de- 
ducting accruals for depreciation and future repairs, 
which required no funds........... eeeuaeN casereseuares 31,322.02 
eee TS Ce $1,663,208.31 
This was partially expended as follows: 
To cover net liabilities assumed by the corpora- 
tion Jpne : i | ee Sidibtane een oie biane wa leshioe aceite’ $588,114.67 
Property and equipment.....c.ceccecccccecccccees 810,383.44 
Expenses of Washington office.........c.cceseeee 29,283.99 
Total expenditures from new money obtained......... $1,427,782.10 
Working capital on hand April 1, 1925..........ceceeceeees $ 235,426.21 


Since April 1* we have received a remittance from the New Or- 
leans office of $106,000. That office is allowed $200,000 working funds, 
which is circulating capital used in conducting the service, and rep- 
resents current assets in excess of liabilities. By the use of this 
fund in making prompt payments and getting discounts we saved, 
since November 1, 1924, the sum of $3,132. 

The Washington office has on deposit— 

United Staten” Treasury. cccccccscoccecs Medulienaewovebsmeeernen $ 35,450 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Traffic Manager, not merely a rate clerk. 
Years of actual experience all branches of railroad operation, now 
in industrial field, gives me a transportation knowledge that gets 
— . reference. Address Box 801, care Traffic World, 

cago, Ill. 


WANTED—Solicitors in all parts of the country to sell traffic 
service and freight auditing contracts, Address Box 795, care Traffic 
World, Chicago, Ill. 




















WANTED—Freight rate tariffs in effect past three years applying 
between all and any sections of country. What have you and what 
—— Interstate Traffic Company, 1414 Santa Fe Building, Dallas, 

exas. 








FOR SALE—Several cars newly manufactured 6x8 8-ft. Oak 
Railroad Cross Ties. Can also furnish switch timbers to order. L, 
E. Pearson, Box 705, South Bend, Ind. 
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Riggs National Bank (checking account, drawing 2 per cent).. 65,000 
Riggs National Bank (savings account, drawing 3 per cent).... 106,000 


$206,450 

We have carried in this period 912,082 tons of miscellaneous cargo, 
with a total revenue of $2,870,383.86. 

We figure a saving to the public of $1.30 per ton on 726,528 (the 

Mississippi section), which is $944,486.40, and a saving of 30 cents per 

A A led section), on 185,554, which is $55,666.20, or a total of 








Note.—These figures include not only the Mississippi division, but 
also the Warrior division and the expenses of the Washington office. 
*Since this report was submitted $62,000 additional has been re- 


Trucking — Distributing 
Forwarding 


LARGEST HANDLERS OF 
*CARLOADS IN MICHIGAN 


524 Eighth S0t. DETROIT 


| UNION | 


TRUCKING 
COMPANY 








PHILADELPHIA, PA. 








Pool Car Distribution 
Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


“Thru SERVICE We Grow” 
GENERAL MERCHANDISE STORAGE and DISTRIBUTION 
Warehouses in Ail Parts of the City with R. R. Siding 


HORN’S COMMERCIAL WAREHOUSES, lnc. 


DETROIT 





Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 
FOR THE GREAT CALUMET DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 







Merchandise Storage and Pool Car 
Meat Meders Warehouses Distribution 2,000 CARLOAD 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


AMARILLO, TEXAS 


Amarillo Warehouse, Storage and Ice Company 
Bonded Fireproof Warehouse 


MERCHANDISE 
STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 
(Lowest Insurance Rates in Southwest) 
rr 





DENVER, COLORADO aoe 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 
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ceived from New Orleans, which covered excess funds accumulated 
to March 31. 


A statement of income from the Mississippi division of the 
barge line service shows that net income, exclusive of depreci- 
ation, in the first quarter of 1925 was as follows: January, 
$36,731.20; February, $82,063; March (estimated), $55,811.46. 

General Ashburn says that interest paid on money borrowed 
from banks is figured as a deduction from income in arriving 
at net profit figures. * 

The following report has been submitted to General Ashburn 
showing costs for each department of the Mississippi division 
of the barge line service: 


The attached reports for March, 1925, show the costs for each 
department of the Mississippi Division and a comparison with March, 
1924, also a comparison between the three month periods ended March 
31, 1925, and March 31, 1924. 

Form 12—Summary of Tonnage, Revenue and Expenses: 

The following per ton comparison reflects the variations in rev- 
enues and expenses for the two months: 


March, 1925 March, 1924 





Torin TYAMMPOTTER .ccccccccvccceccsrevcececsesees 91,787 74,117 
Pote FIADOROE © 665 6 ccwe eck ccazoneee ss seeds S cectaea $3.46 $3.49 
Expenses: (Including Depreciation) 
EE ELL EE CT TT re Te 1.31 1.80 
Terminals (Loading and Unloading).......... 1.26 1.30 
Be Be No FeKccevcccdencenroescecnaeee .06 .04 
Pramic GUNG GENMeTOl 2 cc ccc ccc cc cc cccc cece 21 a ¥- 
Total WEPONMCBs cc cccccccccvcvccseccccveces $2.84 $3.46 
pS ee Re PP Poorer eee CER $ .62 $ .03 


Depreciation charges were 14 cents per ton higher in March a 
year ago, so the net gain per ton in March this year, exclusive: of 
depreciation, was 45 cents. 

The Mississippi Division provided new money from operations in 
March, 1925, amounting to $77,765.92, or $48,263.87 in excess of March 
last year. For the thret months ended March 31, 1925, the Mississippi 
Division has furnished new money in the sum of $166,561.04, which is 
$986,469.38 in excess of the same three months of 1924. 

During the 3 months’ period of 1925 it was necessary to contribute 
to the Warrior the sum of $51,199.47, so, as a whole, the Mississippi- 
Warrior Service has added new money to the business during these 
Cai a Ge I GE ork Se seece ec ctceccctccedecccces $145,361.57 

In addition to this a reserve has been created by charges 
to operating expenses to equalize the repair bill in future 
a, 300. SG, MOU OE oka 0/6 0 55 60 hh ie BEET ew eee Kos Ce eS $ 20,046.27 
so the income based on expenditures requiring funds, of both 
divisions consolidated, for the three months ended March 31, 

Fe I Ra gic citnsedaginesiasaapemneiedensneevere oonk ete $165,407.84 
Form 3—Maintenance, Operation and Performance of Line Vessels 

This summary reflects the cost and performance of each vessel 
for March, 1925. To the summary are attached forms 3-A to 3-lI 
inclusive, which show a comparison for each boat between March, 
1925, and March, 1924, also average costs for three months ended 
March 31, 1925. 

The average ton-mile cost of 1.18 mills for all line vessels is based 
on actual performance. The excess ton miles on this statement over 
the total shown on form 12 (which is based on deliveries) represents 
tonnage in transit. This excess shows the conservatism of our book- 
keeping and will help to swell the profits of April. 


The following comparison of vessel costs shows the gains in 
March, 1925: 


March,1925 March, 1924 
EE ovine eandncaeuteee ocmeseceeteeeele $ 39,842.43 $ 66,067.41 
EE aicaudusebeavureevcedceuckeuweeue wh atone 80,498.17 67,401.79 

I 855 4 iid cug cca Hioielesi carla vivinaeiequeedeien $120,340.60 $133,469.20 
SN IR ao oie sacouenac rordieraub Giine-wie erayeeuiie 279 257 
Ca Os. sak soi ode «0 Oe bo wears 25,953 18,421 
Average miles per towboat day............ee0. 93 71 
SI EO I oo dcccccscvcececcceseoees $ 431.32 $ 519.33 
PVERES GORE BOE WIIG oo oo cccicvccvsccccceses 4.64 7.24 

The increase in total operating cost in March, 1925, is due to 
higher cost of fuel oil. 


There were only 818 barrels more consumed 
in March, 1925, than the previous March, but the total cost of fuel 
increased in the amount of $12,711.70. 


Form 9—Maintenance and Operation of Vessels. 
The following is a per-ton comparison based on tons handled: 


New Orleans 





PPE DE enon sincere sucigaiusas'ey ooeieorne's'« eaeueen “a 
Memphis ......... 1.03 
CE Di nid o- a:5.5:< < Bg 
ee Pe be P 1.78 
East St. Louis , a 


PVOEREO-—Ol TOPTMMAIB 6.5. oo iicccccccccecestceseees .53 -96 

As tonnage is handled twice the saving in March, 1925, amounts 
to 86c per ton. Of course the increase in bulk commodities trans- 
ported contributed towards this saving. There was more tonnage 
passed through the terminals in March, 1925, than transported, while 
the reverse obtained for March, 1924. This is due to lapovers and 
explains the difference in the per ton terminal costs shown on forms 


9 and 12 
APRIL OPERATING RESULTS 


Class I railroads, having a total mileage of 236,665 miles, 
had gross operating revenues in April amounting to $473,496,550, 
a decrease of $1,735,600 or two-fifths of one per cent compared 
with the same month last year, according to reports filed by the 
carriers with the Commission and tabulated by the Bureau of 
Railway Economics. In its monthly statement the Bureau said: 


Operating expenses totaled $370,623,400, a reduction of $7,203,500 
or nearly two per cent under those for the same month last year 
although the railroads in April this year carried approximately five 
per cent more freight traffic than they did in April, 1924. 

The net railway operating income of the Class I railroads in 
April was $66,199,236 compared with $62,298,527 in April last year 
or an increase of $3,900,709. 

The net operating income is what is left after the payment of 


operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 


THE TRAFFIC WORLD 





Vol. XXXV, No. 28 


The net railway operating income of the Class I railroads for 
the first four months this year amounted to $270,104,080 which was 
at the annual rate of return of 4.38 per cent on property investment 
compared with $265,669,375 or 4.45 per cent for the same period last 
year. 

Earnings by districts for the first four months this year with 


the percentage of return based on property investment on an annual 
basis follow: 








OE, oo cc. c0epeccaienemor aeons $12,196,646 5.35% 
ee, I ED, os. na co w earh ee aee ee sreremeiees 53,329,047 5.40% 
COMET EE TUBCNTTE TOMION 6.0 os ke cbc csseseceis vbeees 54,955,368 4.51% 
PUG BUUNTEED Ssceiwsicdscccadwesioesente@ns 17,866,496 6.45% 

TGGCR MORO TIBETICE ccc dieccicvicsesaseecs $138,347,557 5.10% 

Wetal Bomber District. 2.66 icvcscseveeves $ 53,184,680 5.66% 
IUGPEMWOBCETR TREBIOR cccccivicdccccciccteccows 14,773,974 1.92% 
COmtre! WORCGER TIOBION ccc ciccciccecccvcvcesses 38,778,941 3.35% 
POUL WERLOEM, TOMTOM ociccececevcccecoussvceses 25,018,928 4.27% 

Total Western District cis ccccs ciccewsest $ 78,571,843 3.13% 





CARING BIGIOS gos eves venwenvicvcdeer vepevese $270,104,080 4.38% 


Thirty-four Class I railroads operated at a loss in April of which 
twelve were in the eastern, one in the southern and twenty-one in 
the western districts. In March, twenty-eight had operating deficits. 

Expendtuires for maintenance made by Class I carriers in April 
totaled $172,762,761, a decrease of $2,784,690 or 1.6 per cent under 
April last year. Maintenance of way expenditures alone in April 
this year totaled $68,091,819, virtually the same as in April last year. 
Expenditures for maintenance of equipment totaled $104,670,942, a 
decrease of nearly $2,840,000 compared with April one year ago. 

Carriers in the eastern district had a net operating income in 
April of $38,960,550, compared with $34,448,630 in April last year. 
Freight traffic in the eastern district in April, according to incom- 
plete reports, was about nine per cent above the corresponding 
period last year. Gross operating revenues of the eastern carriers 
totaled $241,456,551, an increase of nearly one per cent over April 
the year before. Operating expenses totaled $184,814,400, a decrease 
of nearly two per cent under the same month last year. Class I 
carriers in the eastern district during the first four months this 
year had a net operating income amounting to $138,347,550 com- 
pared with $133,464,530 during the corresponding period last year. 


Class I carriers in the southern district in April had a net 
operating income of $12,135,990 compared with $11,020,880 in April 
last year. Freight traffic on the southern roads in April was about 
eight per cent over the same month last year. Gross operating reve- 
nues of the southern carriers in April totaled $67,393,550, an in- 
crease of 2.5 per cent over the same month last year, while operat- 
ing expenses totaled $50,052,650, a decrease of nearly one per cent 
under April, 1924. The net operating income for the Class I roads 
in the southern district for the first four months this year was 


$53,184,680 compared with $49,666,000 during the same period last 
year. 


Carriers in the western district had a net operating income in 
April of $15,102,690 compared with $16,829,000 for the same month 
last year. Freight traffic in the western district showed a decrease 
of approximately one-half of one per cent under April, 1924. Gross 
operating revenues of the western carriers totaled $164,646,440, a de- 
crease of 2.8 per cent under April last year, while operating ex- 
penses totaled $135,756,670, a decrease of 2.6 per cent. Class I 
carriers in the western district during the first four months this 


year had a net operating income of $78,571,840 compared with $82,- 
538,800 during the same period one year ago. ' 





LUMBER SHIPMENTS 


Lumber orders for the week ending May 23 were nearly 
25 per cent greater than for the corresponding week last year, 
according to telegraphic reports to the National Lumber Manu- 
facturers’ Association from 876 of the leading commercial goft- 
wood lumber mills of the country. Shipments increased about 
10 per cent and the increase in production was about 2 per 
cent. Compared with the preceding week there was apparently 
little change—shipments being larger and new business slightly 
less than for the preceding week—in the lumber movement. 


Cumulative orders for the year so far exceed 1924’s record at 
this date by more than 103,000,000 feet. 


The 362 leading commercial softwood lumber mills of the 
United States, which reported by wire to the National Lumber 
Manufacturers’ Association, June 4, showed new business for the 
week ending May 30 twenty per cent in excess of that for the 
corresponding period of 1924. Shipments showed almost as much 
of a gain and there was a five per cent increase in production. 
On the other hand, there was a falling off in all three factors as 
compared with the preceding week. 


The following table compares the national lumber move- 


ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding Preceding Wk.., 


Past Week Week, 1924 1925 (Revised) 
MED. acndiiodes beets vodieled e 36 358 * 380 
WUOAUOEION: 6 cccidecdevssue 235,757,504 225,424,327 249,671,966 
ShipMents. 2. cvseees eoee 248,299,451 206,423,684 251,963,808 
Orders (New Bus.)...... 222,058,262 177,647,933 248,671,190 


The following revised figures compare the lumber movement 


for the first twenty-two weeks of 1925 with the same period of 
1924: 





Production Shipment Orders 
Sire 0 us nina brateanonueniceacuddat 5,277,903,270 5,221,954,235 5,070,985,895 
MOE attra cece taste eecacswt 5, 284,841,828 5,254,801,213 4,938,696,536 
1925 Decrease .......... 6,938,558 32,846,978 


1925 Increase ""483;289,359 
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Manitoba, agricultural products loadings increased 37,410 tons, 

CANADIAN RAIL FIGURES but there were decreases in other provinces as follows: Quebec, 

The Traffic World Ottawa Bureau 55,040; Ontario, 126,660; Saskatchewan, 59,080; Alberta, a. 

Gross earnings of the Canadian Pacific Railway for the week the bulk of this being grain. Mine products fell off 376,960 

ended May 21 were $2,654,000, a decrease, compared with the Nova Scotia and 287,190 in Ontario. In Manitoba and Alberta 

same period last year, of $354,000. Earnings of the Canadian — — — -—~ — —— — Dy ee 
tional for the same week were $4,193,500, a decrease of ’ ons, respectively. orest products showe ecr 

$136.226. ’ 14,400 tons in Nova Scotia, 47,380 in New Brunswick, 80,271 in 

The Canadian Pacific Railway statement of earnings and Quebec, 76,930 in Ontario, 32,804 in Manitoba, and 23,275 in Brit- 

ish Columbia, while manufactures and miscellaneous freight 


expenses for April shows another decline in monthly net, the 
third of the year to date, which places the net earnings of the showed increases generally. For the three months, gross reve- 
road nearly a million dollars behind those of the corresponding ues declined $9,686,000; expenses decreased $9,394,259; net 


iod of 1924. Net earnings for the month were the lowest operating revenues declined $291,741. 
te pe On the Canadian National, freight traffic for March, 1925, 


shown by the company for any April in many years. 

It is usual to see gross earnings lower in April than in 
March, this having been the case of four out of the last five 
years. Both gross earnings and working expenses for the month 
were the lowest for any April since 1922. 


Gross earnings, working expenses and net profits for Apri 7 d W h C 
1925, and for the four months ended April 30, 1925, compare as e ney are HRY s 0. 
follows with those of the corresponding month of 1924: 

Merchandise Storage and Distribution 


— $12,608°788 $13 806-12 $ 791332 
ee ee Oe ee eee * 4 E ,121 1,197, 5 t 
Working expenses ......... 11,160,188 12,051,204 891,015 Minneapolis—St. Paul (Oc: tele! | el a ee N. D. 
Net PORE ....ccecccevescce $ 1,448,500 $ 1,754,917 306,317 

Four months ending April: $ Members A. W. A.—C. W. C——Minn, WA. 
GrosS GOPUINED ...ccccccecce $49,223,559 $55,094,604 $5,871,044 
Working expenses ......... 43,919,278 48,890,639 4,971,360 
Gt SEE .h.6 4 o66s6vesesenes $ 5,304,281 6,203,965 899,684 

‘ ' SOUTH BEND, IND. 


Operating results for April, 1925, issued by the Canadian 
National Railways show a decrease of $1,394,204, or 7.32 per cent, ‘ 
in gross earnings as compared with April, 1924. Operating WARNER WAREHOUSE Co. 
expenses for the same period were reduced by $1,393,042, or 7.83 ise S Fi Ehetete Oitisatoletatesa’ 
per cent, leaving net earnings of $1,254,532 as compared with Merchandise a o nia " 
$1,255,694 in April of last year. New York Central § 

Operations for the first four months of 1925 show a decrease Distribution — Ni 
in gross revenues of $6,740,378, or 8.89 per cent, but operating 
expenses in the same period were reduced by $6,704,024, or 9.31 
per cent. Net earnings for the first four months of 1925 were 
$3,774,782, or $36,354 less than for the corresponding period of 
last year. As compared with a 8.89 per cent decline in traffic 
receipts, the reduction in net was less than one per cent. 

Gross earnings, operating expenses, and net earnings for ¢ a | ( . i C > ») 
April and for the four months period in both years were as 
follows: 


i fee eee 109. STOCKTON TRANSFER CO. 


, se C; 
Members: ~ Central Wa 





April: 1 
OPSTARING CROGHEOB oo. 66c:0-sc-sivesvewcwwee 16,402,35 ; 
- ee eee 1020 South Canal St., near Taylor St. 
mA i Siinita a: Sulaiiosw bie oa ca ord ib aie chatermleseicles 1,254, 255, . —— ‘ . : 
Four months: . — + wen Teaming of Every Description—City Delivery Service 
NN adalah cave 6 tc lonus’ Sica aire oasacw ar angstrom a $69,093,343 $75,833,721 and Carload Distributors 
OpGPRUIRGS GEPEMNEAES 26. o.ciceccicecccceces 65,318,561 72,022,585 
DEE 86566 eros PA aa UH iaten See eee $ 3,774,782 $ 3,811,136 





CANADIAN OPERATING REVENUE 


CLEVELAND MEMBERS AWA O.W.A. 
Operating revenues for Marsh showed a seasonal increase 


over those of January and February, but were $4,266,153, or 11.4 A. — a | = f ? EE : é 


per cent, below March, 1924. Freight traffic was down 9.8 per SERVICE 
cent and passenger traffic 13 per cent. Expenses were cut 


$3,359,953, or 10.5 per cent, making the decrease in net revenues Y | oa i? hw j a | am» = 


$906,199. Total payroll 1 b 12 4. . 
vith 1809 fewer’on the elas ns °” $8828 oF 49 ver cont TP S77) Ds BETTER BUSINESS: 


Decline in freight traffic was mainly in grain and coal, In MERCANTILE WAREHOUSING AND DISTRIBUTING 


Henry Coburn Storage & Warehouse Co., Indianapolis 


Orders Filled and Enroute tHe Day Received. No Trap Car Delays. 
We Operate Our Own Truck Equipment. 


Merchandise Storage — Quick Shipments — Distribution Cars 
““Coburn Service for Efficiency’’ 





GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 
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was 6.8 per cent less than for 1924 and freight revenues de- 
clined $1,714,561, or 13.3 per cent. Passenger traffic declined 
14.3 per cent and passenger receipts $306,145, or 11.8 per cent. 
Total revenues showed a reduction of $1,889,060, or 11 per cent. 
Maintenance of way and structure showed a slight increase and 
traffic expenses were heavier by $80,217, or 19.2 per cent, but 
other items of expense were cut, reducing the total by $1,448,957, 
or 9.2 per cent, which increased the operating ratio from 91.86 
per cent in March, 1924, to 93.73 per cent and reduced the’ net 
operating revenues by $440,103. 

The total payroll showed a reduction of $515,469, or 5 per 
cent, for a decrease in the average number of employes of 4,523. 

Freight trains carried 25.6 more revenue tons per train-mile, 
but the average receipts per ton-mile were .935 cent, as against 
1.004 cents last year, which reduced the earnings per train-mile 
by 11 cents. 

The entire system, including United States lines, showed a 
decrease in net operating revenues of $657,343 for March and 
for the first three months of the year of $35,192. 

On the Canadian Pacific, gross revenues declined $1,780,246, 
or 12.3 per cent, owing to a reduction in freight traffic of 12.7 
per cent and in passenger traffic of 13.6 per cent. Operating 
expenses were reduced in all departments. Maintenance of way 
and structures was cut $400,825, or 22.4 per cent; maintenance 
of equipment, $507,579, or 14.9 per cent; traffic expenses, $28,700, 
or 4.3 per cent; transportation, $515,077, or 8.8 per cent; and 
the total by $1,482,163, or 12.2 per cent. Net operating revenues 
were reduced $298,082 and operating ratio was increased slightly 
to 84.04 per cent. Reduction in the total payroll was $290,333 
and reduction in average number of employes, 2,554. For the 
first three months gross revenues were below those of last year 
by $4,405,465, expenses were reduced $4,079,652, and net revenues 
were less by $325,813. 


$5,000,000 FOR QUEBEC PORT 


The Traffic World Ottawa Bureau 

After a day’s discussion of the question of whether the rates 

on the Transcontinental Railway would ever be made such that 
that line and the port of Quebec could be used, the estimates of 
$5,000,000 for improvements at the port passed the House of 
Commons. It gave opportunity for a general ventilating of the 


question of freight rates from the west to the ports of Quebec 
and Montreal. 


Members from the Maritime Provinces, who are interested 
in this line, which runs from Winnipeg to Moncton, N. B., via 
Quebec, said traffic being carried to Portland that should go 
through Canadian ports, because eastbound traffic from the west 
had largely centered at Montreal rather than at Quebec. If 
more were centered at the latter port, when navigation on the 
St. Lawrence closes, the surplus tonnage stored in the elevators 
at Quebec would go to St. John and Halifax over the Transcon- 
tinental. The route from Winnipeg to Quebec is 214 miles shorter 
than from Winnipeg to Montreal. 

The complaint from the west is that it means a difference 
of at least five dollars more a head on cattle to ship via Montreal 
rather than via Quebec, with corresponding increases on grain 
and other products, and it is intimated that Montreal and lake 
shipping interests are preventing traffic from going by the 
Quebec route. 

“T have discussed this for the last four years with every rail- 
way official I have met,” said one western member, “and I have 
yet to meet a single railway official who will defend this rate. 
This government does not defend it, There is not a minister 
who will say it is necessary to maintain it. Sir Henry Thornton 
will not defend and has never defended this rate. In his 
answers to the Quebec Board of Trade he gave it to understand 
that he was very sympathetic to a reduction, but his hands 
seemed to be tied. There is something in the way of giving us 
the reduction.” 

Members of the government pointed out that they could not 
interfere with the rate, as it was a matter for the Railway Board, 
and that the whole question of freight rates would be discussed 
in the House in a short time, when the subject could be thor- 
oughly ventilated. 

Ernest Lapointe, the minister from Quebec, was sympathetic 
toward the request for reductions, and recalled that, when the 
matter was last put before the Railway Board, the chairman 
made the statement that, if the rates were reduced, as conditions 
would justify their reduction, it would mean ruin for the other 
railways and would disturb the whole grain moving system via 
Fort William and the lakes. It was practically admitted that the 
rate was too high, but to reduce it would have meant disaster to 
the other roads. 

Progressive members pointed out that all the accommodation 
at Quebec was now in use, yet the port was not paying interest 
on the loans of over twenty million dollars already secured from 
the government and they did not consider that this was a good 
argument for a further loan at this time. Mr. Lapointe said the 
reason was that the bulk of the traffic there now was passenger 
traffic. Last year 75,000 people landed at Quebec, and did not pay 
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a cent to the Harbor Commission. The Commission passed g 
by-law to impose a tax of one dollar on every passenger using 
the port, but the government had refused to approve it because 
the steamship companies represented that it would hurt the St. 
Lawrence route. 

In the course of the debate Mr. Cardin, Minister of Marine, 
who was asking for the expenditure, said the answers of the rail- 
ways to the representations made to them to bring more traffic 
that way was that the city had not sufficient facilities to handle 
all the grain that they could carry to that port. “It is useless to 
give you a paper rate,” they said. “If we grant a lower rate, the 
traffic cannot be handled at Quebec, the shippers will not ship 
their grain through that port because you are not equipped to 
handle it.” It was added that the Railway Commission would not 
give any assurance that it would lower the rate if the additiona] 
facilities asked for were provided. 


OCEAN RATE INQUIRY 


The Traffic World Ottawa Bureay 
An interesting point in the ocean rates investigation came 
with the submission of the report of the chartered accountant, 
G. W. Scott, who was engaged by the committee to compare and 
summarize the voyage statements of the various lines in the 
North Atlantic conference, so that it might be able to form an 
idea as to operating expenses and earnings in 1923 and 1924 
and ascertain whether the allegations that the conference lines 
were charging extortionate rates were correct. 


Mr. Scott complained of lack of information, saying that 
“about 95 per cent of my figures are taken for granted.” The 
Canadian Pacific had given him every facility for obtaining the 
data he required, but from the other lines he received only 
summaries of voyage statements and detailed information was 
lacking, and, their head offices being overseas, he could not 
check what was given to him. 

His report dealt with 61 cargo and 24 passenger cargo 
steamers for 1923, and 73 cargo and 25 passenger cargo steamers 
for 1924. The cargo vessels made 247 voyages in 1923 and 261 
voyages in 1924, while the passenger cargo ships made 181 and 
213 voyages respectively. He classified the information in four 
tables, the first containing the general results and the others 
various distributions of the expenses. According to the general 
table, total freight earnings of the cargo vessels in 1923 were 
$10,041,000 and total operating expenses, before management, 
agency, brokerage and sundry expenses, $9,948,000, leaving = 
profit on this basis of $93,000. But, expenses enumerated amount- 
ing to $1,023,000 being deducted, there was a deficit of $929,000 
before making provision for lay-up expenses or depreciation. For 
1924 the cargo boats had total earnings of $10,615,000; operating 
expenses were $9,246,000; other expenses were $1,199,000, and 
total profit before layup or depreciation, $168,000. 

In passenger-cargo vessels for 1923, total freight earnings 
were $6,428,000; mail and miscellaneous earnings, $519,000; 
passenger earnings, $17,852,000; making a total of $24,800,000. As 
against this, there were all operating expenses of $19,304,000, 
leaving a profit, before depreciation or lay-up, of $5,496,000. 
In 1924, the total freight earnings of this class were $7,864,000; 
mail and miscellaneous earnings, $624,000; passenger earnings, 
$17,824,000; making a total of $26,313,000. Total expenses of 
all kinds were $23,915,000, leaving a profit, before depreciation 
and lay-up, of $2,398,000. The lay-up expense he gave for cargo 
steamers as $73,682 in 1923 and $148,514 in 1924; passenger-cargo 
lay-up was $299,000 in 1923 and $133,976 in 1924. 

Another table analyzed the voyage results as between east 
and west voyages, the figures for 1924 showing that while 
eastbound trips produced $4,622,000, westbound trips produced 
only $1,045,000. 

Mr. Scott was questioned as to why there was a decrease 
in 1924 of more than $700,000 in the operating expenses of purely 
cargo ships, while there was an increase of $4,600,000 in those 
of passenger-cargo ships. He said the explanation given by the 
steamship companies was that, in 1924, the lines made extra 
provision and extra voyages in expectation of extra business 
from the Wembley exhibition, which did not materialize. When 
asked if, on the information as to operating expenses and earn- 
ings that had been furnished to him, he could make a report 
as to the fairness of the freight rates charged, he said he could 
not attempt to fix rates on such information. 

Sir William Petersen, the most interesting witness to appear 
before the ocean freight rates committee, was on the stand this 
week. 

Asked to give his view of the advantages or disadvantages of 
the conference system, he said any combine had a tendency to 
take advantage of a strong position. In Canada all the con- 
ference lines were combined in one mass. They could not cut 
rates, but could compete for cargo. The reason for maintaining 
high rates was that big vessels, built to cater for the immigrant 
trade, could carry only a small amount of cargo. They had 
kindergartens and other luxuries, and were not fitted to carry 
large cargoes, therefore, it was necessary to keep rates at a 
high level. On the other hand, ships built to carry cargo with 
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IFTY miles more of water rates— 
every traffic executive knows what 
that means. And when you com- 
bine that advantage with a modern port 
—with fast steamship schedules—with 
every facility for handling cargo with 
speed and economy it takes on added 
importance. 


Add again A Tremendous Rate Advan- 
tage over the railroads leaving Houston, 
Texas, for Texas Common Points and 
points in Louisiana, Oklahoma, Arkansas, 
Arizona, New Mexico and Colorado— 
ample Package Car Schedules over the 


SEVENTEEN RAILROADS 

WHICH SERVE THIS PORT 
and you will want to know all there is 
to know about PORT HOUSTON, the 
fastest growing inland port on the Gulf 
of Mexico. | 
The official organ of the Port Com- 
mission is just off the press—it tells the 
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fairly good immigrant accommodation could beat all the present 
boats in the trade. Rates, he said, were dictated in Montreal and 
New York, and shippers were influenced to give their business to 
conference lines. In view of such conditions, it was impossible 
for a non-conference line to operate without a subsidy. Con- 
ferences were had for tramp steamers as the conference linés had 
agents who get all the better-paying freight and the tramps had 
to take what was left. 


He said he had made money on immigrants at a rate of 
three pounds ten shillings between 1907 and 1910. “We had no 
kindergartens,” he said, “but we had wholesome food.” He said 
a rate of eight or nine pounds would provide reasonably good ac- 
commodation for immigrants. 


Referring to the corrugated monitor type of ships, which he 
had patented and was operating, he said they were superior in 
speed, cargo space, and economy of operation. He said his costs 
for fuel were less than a third of those given in the exhibits filed 
by the other steamship companies. If assured of a full cargo 


eastward, he would be able to do business at much lower rates 
than those now obtaining. 


He was willing to make changes in the draft contract he had 
with the government. He would be personally liable until the 
boats were built and in operation; thereafter, the liability would 
be transferred to a limited company, with a majority of the 
shareholders British, and approved by the Minister of Trade and 
Commerce. He would agree to the ships being engaged in no 
other service; he would carry all the freight offered at the rates 
fixed and give preference to Canadian shippers; if ordered to put 
on immigrant ships and make this part of the service, he would 
do so. The service would be continuous, and all the ships 
regularly and continuously employed in it. The above were the 
principal points on which the contract has been criticized in the 
discussion in the House. 


Asked why he needed a subsidy if he was able to carry cargo 
at as low a rate as he had intimated, he said he would not think 
of putting on a line of ten ships without a guaranty, as he would 
be running up against all the conference lines, and he felt quite 
sure he would be boycotted, They might cut the rates to such 
an extent as to make it impossible for him to live. He said, if 
the contract with the government were changed so that rates 
would not have to be reduced below a figure that would pay 
operating expenses, he would be willing that there should be 
no subsidy; or, if there was a deficit, that the subsidy should 
be the deficit up to the figure now in the contract. He would 
allow the committee to put experts on his ships and make any 
tests they desired. He did not believe it was the intention of 


the government to bring down rates so low that other lines 
could not make a profit. 


On examination by counsel for the shipping companies, he 
said he had been working with the corrugated monitor type of 
ship since 1905 and there were only 37 built or building. The 
cross examination was conducted with the idea, as explained by 
counsel for the shipping interests, of showing that one thing 
after another with which Sir William Petersen had been con- 
nected had failed, including the Rotterdam and Fort William 
service and other lines connected with Canada. When Sir Wil- 
liam protested against this form of cross examination, Mr. Mont- 
gomery, the counsel, repliad: “One venture after another of his 
has been a failure, and I say frankly that that is the purpose of 
my cross-examination. I am defending shipping companies which 
are threatened to be run off the St. Lawrence route because the 
witness says he can run his boats for half the price of those 
boats which have served Canada for seventy years and which 
are to be turned off the service.” 


Sir William explained how the amount of the subsidy was 
arrived at. The cost of the ships which he proposed to put on 
the Canadian route was 1,500,000 pounds and the expenses of 
organization and working capital 300,000 pounds. Half of the 
capital he put into first mortgage debentures, on which he is to 
receive six per cent interest, and four per cent additional for 
redemption or 75,000 pounds per annum. Next he issued second 
debentures to the amount of 400,000 pounds, bearing interest at 
seven per cent, these also being backed up by a four per cent 
redemption provision, with total yearly charges of 44,000 pounds. 
Third, there are included in the subsidy eight per cent preferred 
shares to the amount of 650,000 pounds or an annual charge of 
52,000 pounds. Fourth, he provided for four per cent deprecia- 
tion on the entire cost of the ships, or 60,000 pounds per annum. 
Finally, he added 44,000 pounds per annum, or 4,400 pounds for 
each ship, to cover upkeep, repairs and contingencies. 


He said he had first proposed that the government should be 
his partner and take 500,000 pounds capital and share in the 
profits. This proposal had been rejected and the subsidy of 275,- 
000 pounds had been worked out as a substitute. He admitted 
that he was getting half the cost back in ten years as sinking 
fund and the other half in depreciation. In addition, he had pre- 
ferred stock amounting to 650,000 pounds at eight per cent. The 
subsidy would provide for all capital expenditures and for de- 
preciation—everything except actual running expenses, With ten 
ships the maximum number of voyages per annum would be 80. 
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SLUMP IN OCEAN RATES 


The Traffic World New York Bureay 


Conditions in the full cargo market have been unsatisfae. 
tory this week from the viewpoint of shipowners, with further 
declines in rates and indications that the depression will cop. 
tinue at least through June and perhaps well into July. Steam. 
ship officials are expectinng an unusually dull summer. Ag q 
result of unattractive rates, however, vessels are being diverted 
from U. S. Atlantic ports or are being tied up. If this process 
continues the market will be largely bare of tramp steamers 
and a revival in demand from shippers would bring about sharp 
increases. 

Liner services also report poor business, though rates are 
steady, due to conference control. The decrease in grain rates 
is attributed to the high prices of the commodity, which have 
discouraged buying for export. 

The grain market was dull, with almost complete absence 
of fixtures. 

The coal market was more active, with a number of vessels 
chartered for the South American trade. Rates decreased suc. 
cessively to $3.65, $3.60, $3.50 and one of $3.35 a ton, all for Rio de 
Janeiro. One vessel was fixed to Santos at $4 a ton and another 
to Pernambuco at $3.50. Further business was in sight, but 
shippers were inclined to offer less than $3.50 to Rio and $3.75 
to the River Plate. Trans-Atlantic trade was dull, with fixture 
of vessels at $2.75 to West Italy. 

Chartering for the new wheat crop from the Northern Pa- 
cific to the United Kingdom and Europe has begun about two 
weeks earlier than last year. Two or more steamers have been 
taken for September loading, with rates around 34 and 35 shil- 
lings a ton. The first fixture last year was 31 shillings nine 
pence, and those immediately following were 32 shillings six 
pence. In addition, the stronger position of British exchange 
means an advantage of more than a shilling as compared with 
last season, when the freight money is converted to American 
dollars, Early prospects are for a large wheat crop in the 
northwest, and a record yield of 1,000,000 tons of barley is an- 
ticipated in California. Thus the grain movement to Europe, this 
year, is expected to be brisk. 

For the first time in years, if not in history, a vessel plying 
between the United States west coast and Europe is engaging 
in the transportation of perishable goods coastwise. The Fur- 
ness steamer London Merchant left Los Angeles several days 


ago with a shipment of 2,000 boxes of oranges for discharge at 
Vancouver, B. C. 


CANADIAN BOARD ORDERS 

Requiring the Canadian Pacific Railway to publish a rate of 
$1.90 a gross ton on iron pyrites ore, carloads, from Sherbrooke, 
Quebec, to Sulphide, Ontario, said rate to remain in effect until 
September 15, 1925. 

Approving revised locations of Canadian Pacific Railway 
Cutknife-Whitford Lake branch, mileage 88.35 to mileage 92.92, 
and authorizing a number of crossings between said mileages. 

The board has refused the application of the municipality of. 
St. Stanislaus, Quebec, for an extension of local train service, 
saying: “There does not appear to be sufficient traffic from 
points local to the Canadian National line involved to enable 
breaking even on the cost of operation. While the board is 
desirous of meeting the convenience of the traveling public as 
much as possible, it is not justifiable for it to direct the installa- 
tion of a service which, on the record before it, would fall short 
of meeting the out of pocket costs.” 

The board will hold sittings at Windsor, Ontario, June 9. 


CANADIAN TRAFFIC REPORT 


Following is the traffic report of railways of Canada for 
March, 1925: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 





Mar., 1925 Mar., 1924 Feb., 1925 

Provinces Tons Tons Tons 
Prince Edward Island..... eocce 11,422 9,484 7,568 
NOva Scotia ..ccccccccccccccccece 222,196 602,222 426,488 
New Brunswick ..... ecccce ecoee 301,659 347,687 274,748 
Quebec ...cccee ecocee doeeeeos ee 1,291,445 1,459,168 1,209,490 
GIEEND cccccccecevoce Cccsccccecs Seba eee 4,141,173 3,705,822 
Manitoba ..cccccccccces oroceee ee 862,232 342,630 344,281 
Saskatchewan ...... seeencecoes ° 320,614 378,739 273,682 
Alberta eeeeeeeeee ®@eeeeeeeeeeeete 587,122 719,290 579,332 
British Columbia ........ eccccce 385,987 418,200 378,397 
. caacnaniaaimise a 
Total for Canada.......++++ 7,152,666 8,418,593 7,199,808 

Products 
Agricultural. 2... .ccccocee cococeee 1,514,186 1,869,746 1,566,194 
Animal ...... Rindnn been eeoees 261,174 262,934 245,628 
OS eee peuwuueeeesen ces eee 1,902,777 2,589,921 2,296,478 
Forest ........ aietalaanieaaseiniat ese 1,463,437 1,732,558 1,413,053 
Manufacturers & Miscellaneous. 2,011,098 1,963,434 1,678,455 
. ae ; 

GRAND TOTAL .......+00+ 7,152,666 8,418,593 7,199,808 
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American __ 
Oriental Mail Line 





eg Potatoes‘on an Admiral Oriental Mail Liner for the Orient. 
Great care is exercised in handling to prevent damage to crates. 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 
*PRESIDENT JEFFERSON.................. June 8 
WPI EU, GRAIN 6 6occc coves ces ccscscces June 20 
*PRESIDENT MADISON............. ssc... July 2 
*PRESIDENT JACKSON ................... July 14 
‘PRESIDENT McKINLEY.................... July 26 


* Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
Pe oso cdsaaltesooa@smdieocatoeneeents June 10 
I 20s pcvetir ais: a\ aid acciowre tains 4a18ee June 10 
COTY GP Bet ons iiinicc cain dcccaieiiceeeses June 20 


Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—1714 Dime Bank Building. . 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third Street, Corner Stark. 

Seattle—1519 Railroad Avenue, South. 





















L. L. BATES, General Freight Agent, Seattle, Wash. 


_ American 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by Admiral Oriental Line, Managing Operators 





















































Joint Service with 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
rene ieeeksewesenuibion June 6 June 10 


eeeeceeeeseeseees 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawalian Islands, transshipment at 

Los Angeles Harbor without transfer charge, also to all ports of 

oo Oregon, Washington, British Columbia, Alaska and the 
ar East. 


Joint Service with 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 


xx*ALBERT BALLIN...June ll xx*RESOLUTE ..... --.June 30 
xx*RELIANCE ........ June 16 xtMOUNT CLAY......July 2 

xtTHURINGIA ....... June 18 xx{CLEVELAND ....... July 9 
xx*DEUTSCHLAND ...June 25 xx*RELIANCE ........ July 14 


+Cabin and Third Class Passengers. *First, Second and Third 
Class. x Calls at Cohn (Queenstown). xx Calls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 





PHILADELPHIA TO BREMEN AND HAMBURG 
SUDBURY (via Baltimore and Hampton Roads)........... June 9 


BALTIMORE TO BREMEN AND HAMBURG 


LEGIE (via Hampton Roads).........seessccecseceeceeces June 6 
SUDBURY (via Hampton Roads)..........seeecesees woseee June 16 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


COPS ee HHH EHH HSE EEEES EEE SHEE SHEESH HEHEHE EH HHEEES 


NEW ORLEANS TO BREMEN AND HAMBURG 
WESTERWALD ........000% 610010:68'01960:010000 bing ome aE ae ae 


ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 





7 bills of lading via Hamburg te LONDON, HULL, LEITH, 
UNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


























CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 
BRANCH OFFICES: 
PITTSBURGH.......2eseeeeee ecccccces 4128 ee Arcade Bidg. 
SYRACUSE ...ccccecceccccces oe ceccccsccceeces 201 Mitchell Bidg. 


ATLANTA cccocccccccccccce itoetebeaeehese eemeeal Jehn M. Born 
pT eS a *Dichmann, he & Pugh, Inc. 
Wa oso vere ccvccvcceccctccodcvcedsoseud = = e & = 


eeeeeeereesesereeereres 


(onebcneneeeewe io o! Pash, = 
on jum) acific ping 
. dden & Coriotensen 


CPSC HEHEHE ETOH HEHEHE SEH EOE EEE EEEE 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF FEB., 1925 
















Loaded 
at Sta- 
tions in 
Canada 
Commodities Tons 
EE. ciadnsidvddersevesonenews - 550,418 
I deuiadeadwe are Wneh adele a akaah oibad 5,642 
DD  Bieeeeenrsosvenneeoee eters 154,402 
DENUUEE dt escvieetcerseceseces gees 53,959 
— bel ee I ee ee ee ee 16,576 
eet acelin window sirerarodule Carers 15,429 
Other ee ee ert 6,813 
aia ahihwihm esa b ee > beaet cee 157,827 
al Mi Products... ..cccscee 94,336 
BEOY GRE BtrAW. oc sicccccccscvces 68,987 
ED -aicdindadek ee deo cdleke ee 838 
Apples (fresh)............ wt 7,620 
Other Fruit (fresh) 1,341 
POtAtGOS wecccccccccccccceccccccs 45,923 
Other Fresh Vegetables......... 8,130 
Other Agricultural Products.... 14,871 
WN cc cctencccdiossees ciece 2,aee ae 
OCC NE EET ee 12,664 
Cattle and Calves.......+.se08- 48,795 
EE lids ceeebeoredtn nee seo ee 1,522 
OS er rT er rer ee 36,333 
Dressed Meats (fresh).......... 7,704 
Dressed Meats (cured or salted) 7,443 
Other Packing House Products. 4,393 
POUTY .csccece HESS AR A Oren 361 
SN: cgi da WASihe Ree Hadas comees.90 160 
Butter and Cheese. . 5,086 
PGE Ji ctS Gee HENS wed ovecee 295 
Hides and Leathe r eh 6,180 
Other Animal Products.......... 3, 684 
Total .cccccccvcccesccccceces 134,620 
Anthracite Coal....cccccccccccce 11,998 
Bituminous Coal........... Ovee'e 423,462 
Lignite 33,303 
ED cbeccccccecse 26,541 
Iron Ores 1,217 
Other Ores and Concentrates.. 182,018 
Base Bullion and Matte........ 7,188 
Clay, Gravel, Sand, Stone (crsh.) 105,799 
Slate—Dimension or Block Stone 7,863 
Crude Petroleum........s.se+% ae 2,249 
en 3,098 
ME - cd tect sacenseseeees wiewens ‘ 11,488 
Other Mine Products........... 27, 503 
WOOES.  sicccecass DweteNee CES . 843,727 
Logs, Posts, Poles, Cordwood... 351,087 
CbeCROOCHEV OCS Soevecesteses »497 
EES nmeriouseCeenmeae’ caiahaa 529,459 
Lumber, Timber Box Shooks- 
Staves, a Alsen 472,942 
Other Forest Products.......... 47,437 
TUNED 4 ccesesssSecewds saesioes 2,08tseTe 


Rtfined Petroleum -_ its prods. 59,407 


UBER cccccccccccccccccccccccess 38,781 
hen. pig and bloom............ ‘ 21,970 
Rails and Fastenings.........+.:. 22,970 
Bar and Sheet Iron—Structural 

Iron and Iron Pipe.......... 44,028 
Castings, Machinery ‘oa Boilers 11,889 
SOE eee 40,986 
Brick and “Artificial Stone...... 41,034 
Lime and Plaster..........ssee- 26,543 
Sewer Pipe and — Tile... 4,626 
Agricultural Implements an 

Vehicles other than Autos.. 15,454 
Automobiles and Auto Trucks.. 19,462 
Household Goods...........++ wed 9,027 
enna t. see eeeee A 3,788 
Liquor Beverages...........++- ; 15,984 
Fertilizers, all ll kin in er 30,168 
Paper, Printed Matter, Books.. 126,038 
Wood Pulp......... - 132,660 
Fish (fresh, frozen, cured, ‘ete.). 6,926 
Canned Meats.......ee-sseeee ion 197 


Canned Goods (all canned Food . 
roducts other than Meat).. 10,230 

Other Manufactures & Miscel.. 235,115 

Merchandise ......cccccseesevers 221,438 


Oe NTO, Pee . 1,138,721 
GRAND TOTAL..... seccees 4,667,552 


AGRICULTURAL PRODUCTS 











Originated 
Received Total Freight Originateda——_, Terminated —_ 
from Foreign Cumulative Total Unloaded Deliv- 
Connections Destined to Increase at Sta- ered to 
Canadian Foreign For To Over tions in Foreign 
Points Poirts Month Date 1924 Canada Connections 
Tons Tons Tons Tons Tors Tons Tons 
1,370 18,538 570,326 1,823,409 *634,410 520,747 121,328 
11,899 23,666 41,207 166,027 *104,522 14,12 24,792 
1,490 34,126 190,018 503,375 *202,373 135,663 53,482 
59 4,659 58,677 197,047 420 25,064 
8 17,444 ,518 8,435 10,617 13,220 
ceeehes 15,429 40,578 18,919 10,759 653 
994 2,529 10,336 45,094 *7,484 5,645 
2,835 48,465 209,127 609,280 *178,699 68,826 168,029 
4,002 45,875 144,213 412,884 *34°376 69,043 73,309 
627 7,220 76,834 239,194 *116,481 53,731 27,355 
5,772 10,157 16,767 54,013 3,783 ; 11,008 
1,571 2°904 12,095 55,860 *17,356 3,833 8,402 
13,535 5,421 20,297 51,952 *26,472 13,575 5,533 
1,020 10,889 57,832 164,071 45,912 21,298 43,016 
4,911 12,616 25,657 2,21 7,687 7,827 19,629 
13,083 19,967 47,921 152,268 *4'914 22:897 25,823 
63,168 247.900 1,514,180 4,689,789 1,177,931 1,002,281 624,747 
ANIMAL PRODUCTS 
113 368 13,145 23,738 *1,556 12,894 427 
53 2,083 50,931 142,978 *21,541 45,027 6,643 
obbees 1,450 2,972 11,431 2,098 1,087 1,580 
30 2,418 38,781 130,069 32,560 34,833 3,820 
2,122 32,431 42,257 135,948 12,537 7,778 34,469 
3,783 11,798 23,024 76,807 5,406 2,576 20,115 
2,207 18,202 24,802 83,446 #24612 4,262 20,599 
21 4,167 4,549 16,404 #3428 230 4,277 
606 14,984 15,750 31,723 7,601 677 14,952 
2,049 10,750 17,885 47,682 11,972 3,947 13,049 
958 1,138 2,391 7,860 *4,085 949 1,258 
2,420 6,698 15,298 46,807 1,976 5,682 8,701 
1,673 4,032 9,389 28,122 *216 2,904 4,785 
16,035 110,519 261,174 783,015 *6,362 122,846 134,675 
MINE PRODUCTS 
261,883 74,437 348,318 1,299,964 *250,081 234,589 79,343 
499,123 20,131 942,716 3,692,849 *379,103 794,086 64,960 
42 re 33,303 125,011 #201 RS sere 
72,437 312 99,290 301,174 71,039 89, 660 3,873 
1,171 ceaaian 2,388 4,754 315 175 
14,788 3,969 200,775 605,043 68,064 We 750 16,334 
ik as 3,088 10,276 28,793 41 3,253 5,514 
14,549 22163 142,511 346,608 19,099 113,309 29,171 
1,572 17,447 26,882 61,716 *15,879 9,150 15,021 
30,971 even 33,220 $4,124 #23°659 31,860 27 
603 4,476 11,381 2,526 3,739 603 
6,267 7,291 25,045 68,865 4,810 19,434 7,520 
3,560 2,513 33,576 94,693 *4,095 6,821 22,320 
907,096 151,954 1,902,777 6,724,975 *507,124 1,509,797 244,861 
FOREST PRODUCTS 
859 8,808 290,704 916,992 *79,754 268,156 
292 1,288 18,077 35,571 *16,506 11,984 aT bos 
cheats 1,702 531,161 1,524,517 *104,567 294,161 302,150 
22,368 71,709 567,019 1,490,590 *12,128 299,657 2 
4,884 4,155 56,476 156,150 6,665 50,810 eae 
28,403 87,662 1,463,437 4,123,820 *206,290 924,768 631,180 
MANUFACTURES AND MISCELLANEOUS 
35,495 9,422 104,324 312,857 48,921 86,162 
14.774 39,074 92,629 209,976 *22'872 44,442 50070 
6,199 5,665 33,834 84,620 *42,789 24,901 : 
915 6,497 30,382 51,611 *48°898 1,338 7,910 
52,230 48,820 145,078 330,049 31,771 75,04 
7,361 23,377 42,617 110,114 #12,249 18'937 et 
1/361 1,544 43,891 89,540 #845 30,628 282 
10,454 3,361 54,849 130,011 6,130 43,303 5,588 
3,117 1,781 30,441 74,113 #3112 29,876 2,745 
123 249 4,998 13,806 #103 4,007 271 
2,080 13,759 31,293 65,580 12,083 11,091 23,829 
9,075 107,611 136,148 328,944 17,923 18; , 
901 542 10,470 19,660 1, 5 oes ee 
87 3,386 ,261 19,706 2,130 3,787 3,763 
17,891 42,386 *689 14,420 : 
12,799 8,286 51,253 97,803 1,039 35,596 10,908 
3 33,383 162,876 451,193 9,845 27,097 141,667 
3,983 14,468 151,111 438,109 103,844 38,215 111,129 
314 975 8,215 35,649 6,880 4,008 4,378 
46 227 470 2,647 1,616 305 "298 
1,508 12,365 24,1038 70,637 410 
73,705 194,879 503,699 1,466,611 91,016 ori'ies 257° AH 
25,023 76,804 323,265 858,985 76,947 244,904 82,625 
264,930 607,447 2,011,098 5,304,607 98,221 1,049,361 942,127 
1,279,632 1,205,482 7,152,666 21,576,206 *1,799,486 4,609,053 2,577,590 


RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 


Received peat Foreign Connections-—, 











Total Loaded at —Des to— 
il da Freight Stas, ‘in — " Unleaded at Delivered to 
q Canad Foreign ’ 

Tag 55h 55266 <0 hanesvoenncensenes 21.17 16.82 - i ane Fi wis — -_ 
EE TIERRA Nees ccccesensvcstescceyensens 3.65 1.88 22 1.55 7 1.72 1.88 
SE RURIet Dir Mewerseoredersceesseseneess 26.60 11.80 12.68 2.12 14.80 21.11 3.42 
UE aie AGAOU. oh chnvtenceevesernsvesseess oscee, ae 18.84 -40 1.23 1.63 12.93 8.82 
Manufactures and Miscellaneous. ........... ecoe 628.13 15.92 3.70 8.49 12.19 14.67 13.17 

DOs. 0000004. ovewees nn cantante wT “36.028 
a u aces 100.00 65.26 17.88 16.86 34.74 64.44 36.02 
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The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 






THE TERMINAL eects co. 


MERCANTILE ST ORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf S ervice 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 
Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


re St Terminal 


Coen te, Sen 


General Offices: 
5 Nassau St., New York s ity 
Telephone Rector 


ay, Geralnd, Dla, Fo Les Angeles, Minneapelis 
ee es, 
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OMAHA, U.S.A. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


ALBANY, Ni. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


ALES 





A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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CANADIAN CAR LOADING 


Car loadings for the week ended May 23 aggregated 50,952 
cars, an increase over the previous week of 826 cars. Grain 
loading picked up in/the west, but coal loading continued light, 
the strike in the Nova Scotia mines still being on. Lumber and 
pulpwood showed sjJight increases, other commodities showing 
only small changes. Compared with the corresponding week 
last year (which contained a holiday), the decrease in the total 
was 2,013 cars. Grain loading was lighter by 3,676 cars and coal 
by 2,171 cars, but merchandise was heavier by 1,836 cars and 
miscellaneous freight by 882 cars, 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 
-—For the Week Ended—, 



















































May 23 May 16 May 24 
1925 1925 1924 
Grain and Grain Products........seeesees 2,479 2,528 3,466 
BOE. Bs ccccccsecceccccee seeneuseecieesece mee 1,213 1,146 
DEL. c.ccecscorceeccesrcevevoovrcsoceeceoccoug haus 1,205 3,568 
2 eee CVV eo bacccvessoesvovse | 3EA 155 154 
DE ececnce scene weeagees sav eencewneweee mame 3,068 2,638 
Pulpwood ........... nenaed ecenaves ctececee Ete 1,486 1,960 
BUID GRE PAPEL. ove ccccoccccccccecccscccoe 1,700 1,902 1,941 
Other Forest Products......... eunwameceee ame aan 966 
WE: cascccceenescgs ess wibdecudee eee 750 663 
Merenaneie. Sa. C.. Tsien cecccccvce ain aa'wic Cnee 12,023 10,518 
MiscellaNGOUs .ccccccccccccccevcce eeceeeeoeeeee 10,330 9,714 
Wotal Case TOROE 6066. cicccdcces 2 0 0 0030,645 36,037 36,734 
Total Cars Received from Connections.30,773 29,757 27,999 
WESTERN CANADA 
Grain and Grain Products............++++ 3,010 2,390 5,699 
ct cnckehgaegaasinaesanmi@aaenees) me 914 1,002 
DE RUtEUsELeeehOrteeee Ceeetecereueue ere 706 592 
DE Ghteanedehesedueeeereandeceganeueceeces 10 29 aS 
NS re eigisalat@rerbialg: Wimeecaincaronoae career ae 1,022 1,242 
is .,. ee ee ee ectigtecined ann 102 95 
PONE POOP oo deectecccevecccccccccescs 80 189 57 
Other Forest Products.......s.esee0. Ee 1,553 992 
ee actus 5 Ae eka CO eee SO ee eS 507 459 
Merchandise, L. C. L.........+. waceedee «. 4,148 3,977 3,631 
PEO. Sik. dbseccedcnnsccves eeieeeele ee 32,788 2,700 2,462 
Total Cars Loaded........ ee anerees occ Oer 14,089 16,231 
Total Cars Received from Connections 2,423 2,430 2,304 
TOTAL FOR CANADA 
Grain and Grain Products........seseeees 5,489 4,918 9,165 
TU ONO 6 o.ccccctcnceseesesseceeocesssceun aes 2,127 2,148 
Coal cccccccccccecccecoccecs ,989 1,911 4,160 
Coke .... coves 1 184 
Lumber i ee 4,205 4,090 3,880 
Pulpwood .......+.. aoe - 2,047 1,588 2,055 
Pulp and Paper......... -- 1,830 2,091 1,998 
Other Forest Products.. ee 2,683 2,930 1,958 
PE ccccovuccecceseeuseeeeducceee breenees pe Ryd 1,257 1,122 
Merchandise, L. C. L....... rere 16,000 14,149 
Miscellaneous ......ccceeeeeees ah dcemwes - 13,058 13,030 12,176 
Total Cars Loaded........ccccccceccee od, 952 50,126 52,965 
Total Cars Received from Connections33,196, 32,187 30,303 
CUMULATIVE TOTALS TO DATE 
Grain and Grain Products........sssecees 128,631 166,077 
Live Stock. .....ccccee eeoesepeccesececveces 46,479 45,580 
Coal ccccccccccccccccccccccseccccccccccc cc eg 85,023 100,866 
Sica 666e sete iaesccevesaseseebecectadeoe iy 5,14 
DEED cceadeetsidescseveenceesetes pmeawes 67,205 73,554 
PUIPWOOE cccccccdeccces oaescenaeueemeanene 69,336 71,606 
Pulp and Paper........... eeccccccceccccce 44,000 43,898 
Other Forest Products........cescscsesecs 63,432 60,348 
es Educ dnseusweeee pescicesoeweeweeee 25,283 21,806 
Merchandise, L. C. L....... beepanueeetee 309,069 285,787 
NN EEE EEE SEE 226,021 229,474 
Total Care Loaded. ..cccccccccscccccccce 1,070,521 1,104,142 
695,812 712,504 


Total Cars Received from Connections 


CANADIAN SURCHARGE 
The rate of exchange for the period from June 1 to 14, in- 


clusive, is 1/32nd of one per cent. There will be no surcharge 
on international freight or passenger business. 


“GO AHEAD AND SELL” 


T. V. O’Connor, chairman of the Shipping Board, in an ad- 
dress, June 2, before the Marine Writers’ Society in New York 
City, declared he was convinced that the public wanted the 
board to “go ahead and sell” useless ships for scrapping and 
useful ships to private interests. 

The chairman said he believed it was part of his job to in- 
terest the public in ships and that he had been trying to do that. 

“I think that the public interest has been stimulated, and 
recently that the country has turned its eyes toward both oceans 
to a greater extent at least than it has done before,” said he. 
“The Shipping Board is an agent and managing trustee for the 
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property owned by the public.” Continuing, Mr. O’Connor said, 
in part: 


Under ordinary conditions, before an agent sells he talks to 
the owner; he ought to talk with the owner, and if he did not he 
would soon be fired. Before selling shipping property on any con- 
siderable scale I believe we should talk with the owners—vwith 
the American public. I have been using a transmitter to cal] up 
the public for about a year, trying to inform and interest the 
public on this question of selling ships. You call up the public 
in the news columns of the newspapers; when you call him up for 
a reply, you get the reply, if at all, through the editorial columns 
and occasionally letters on editorial pages. In the last few weeks 
I have stopped using the transmitter. The public seemed to be 
tired, for they_would give me “busy,” or “wrong number,” or “ge 
off the wire, I am talking to somebody else.” Recently I have 
been sitting at my desk working, but with a receiver on both ears 
and I believe that I have heard distinctly from a nearly unanimous 
public. They seem to say to me: “Why don’t you get rid of a lot 
of useless ships? Sell them wholesale and sell them at once for 
what you can get for scrap.” I have heard that message for some 
time, and now I am getting another message from the public, a 
little less distinct perhaps than the message on scrapping, but it 
seems to me to be quiet clear and to come from all parts of the 
United States. The message says, if I understand it correctly: 
“Sell your useful ships to American business men who will spend 
money _to make them more useful. If they are going to spend ga 
great deal of money to put ships in shape where they can compete 
with the ships of other nations, you must bear that in mind in 
making a price.” The public is the owner of the ships, and the 
public seems clearly to say to me that if buyers will offer to put 
in modern Diesel propelling machinery, I should recommend to 
the Shipping Board that the cost of a ship whether $1.00 a ton or 
$1.00 for the ship is not important. 

he owning public, I believe, wants the ownership of our 
vessels transferred as soon as possible to those private operators 
who can stick it out in competition with vessels under foreign 
ownership. That is my own idea, at least, and as agent I have 
recommended that idea to the owning public. From editorial ex- 
pressions in all parts of the United States, the owning public 
seems to me to say “go ahead and sell.” A private operator will 
run a boat more cheaply. The motive of private business gain will 
obtain economies which government ownership never did obtain 
and never will. That has been my recommendation to the owning 
business public and I believe that they approve the recommenda- 
tion. Acting upon that approval, as I understand it, I shall recom- 
mend to the Shipping Board, of which I am chairman and upon which 
I have one vote, the carrying out of the program which I have out- 
lined. I repeat, the board is an agent, the public is the owner, and 
no agent has the right to follow his independent judgment if he be- 
lieves that the owner disapproves the judgment. In private life 
the owner frequently drops into the agent’s office, or the agent 
runs around to the owner’s office. We must call up the public and 
get them on the wire. The transmitter, as I said before, is the 
news columns, and the receiver is the editorial page. Without this 
means of communication our board, as agent, would have no way 
of reaching the owner. For furnishing the communications be- 
tween owner and agent in this great problem of American mer- 
chant marine I wish to acknowledge most gratefully the board’s 
debt to the American newspapers as institutions, and my personal 
debt to my hosts at this dinner. Favorable criticism is always 
pleasing, but any wise criticism is always valuable. When intelli- 
gent criticism has been unfavorable to me it has done me a great 
deal of good. I have never been afraid to say “I was wrong;” 
I wasnever afraid to say “I don’t know.” I have asked more 
questions in my life than I have answered. Children learn by ask- 
ing questions, and Americans are children on the ocean. If I be- 
lieve, however, that a criticism is shot at me in a gun that was 
loaded on the other side of the Atlantic, my feeling is quite 
different. 

Self defense is always a justification for murder, and some 
of the gentlemen who have shot at us are dead. At least I believe 


they are. If they had a funeral I would be the last person who 
would receive a notice. 


SCRAPPING OF SHIPS 


The Shipping Board, at a meeting, June 3, reached an agree- 
ment on the general terms and conditions on which bids will 
be received about July 1 for the 200 ships that will be offered 
for sale for scrapping. Bids will be received for any or all of 
the ships. Purchasers may convert any of the ships to Diesel 
engine propulsion and use them in foreign or coastwise com- 
merce, but otherwise the ships must be scrapped. The advertise- 
ment will provide for receipt of bids on the basis of the pur- 
chaser scrapping the ships bought and also on the basis of the 
board retaining certain parts of the vessels such as the boilers. 


SHIP SALES APPROVED BY BOARD 


The Shipping Board has approved the sale of the President 
Fillmore, for $65,000, and the Susquehanna, for $85,000, to Fincke, 
Van Gort & Company, on behalf of the Atlantic & Pacific Marine 
Fruit Express Corporation. The vessels are ex-enemy ships. 
The purchaser will make refrigerator ships out of them and 
engage in the intercoastal trade. The board also approved the 
sale of the Lake Farrar to Chinese interests for $40,000. 


SURVEY OF TEXAS PORTS 


The Board of Engineers for rivers and harbors of the War 
Department and the Shipping Board have issued a report on the 
ports of Port Arthur, Sabine, Beaumont and Orange, Texas. The 
report is one of a series on various ports of the United States, 
giving information regarding port and harbor conditions, port 
customs and regulations, services and charges, fuel and supplies; 
facilities available for service to commerce and shipping, it 
clusive of piers, wharves, dry docks, ship repair plants, coal 
and oil bunkering, grain elevators, storage warehouses, bulk 
freight accommodation, floating equipment, wrecking and salvage 
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Why La Salle Training in 
Traffic Management Pays! 


Actual contact with the routine work of a traffic department is splendid 
—but it isn’t enough! The big job, the big salary, the big opportunity, come 
when a man can step into an emergency situation and show results. 

Here’s a case in point: The Sales Department of a large manufacturing 
concern in Illinois was trying to sell their product in Virginia. The contract 
at stake was a large one. Another firm apparently had been able to quote 
a lower price. It looked as though that firm would get the business. 

Time was short, but the Traffic Manager was on the job. Acting on 
only a few days’ notice he was able to obtain the publication, by one of the 
railroads, of a 8844% reduction, which lowered the freight rate between the 
two points from 68c to 45c a hundred weight. What difference did it make? 

$99.86 on each carload—three cars moved for the price of two—and it 
landed the contract. If the concern in question ships only a carload a day, 
this “slight difference’ means a saving of $29,808 a year! 

Can you make savings for your firm or in your field which would justify 
a big increase in salary? 

La Salle home-study training in Traffic Management is under the direction 
of a Traffic Advisory Council composed of 150 prominent traffic men, headed 
by C. O. Frisbie, former Traffic Manager of Armour & Company, former 
president of the Illinois Tunnel Company, former president of the Cornell 
Wood Products Company. 

Resident evening classes, if you prefer. 

A postcard or telephone call will bring you an interesting and valuable 
booklet outlining opportunities in the traffic field. Send for it TODAY. 


LA SALLE EXTENSION UNIVERSITY, CHICAGO 


The Largest Business Training Institution in ithe World 
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Hartman’s Eastern Freight Rates 
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NEW YORK CINCINNATI CHICAGO 

BOSTON CLEVELAND MILWAUKEE 

BALTIMORE ST. LOUIS PITTSBURGH 
PHILADELPHIA DETROIT 






To Stations of Destination in Official and Southern 
Classification Territories 


Issued in Loose Leaf Form with a Distribution of Revised Pages 
at Monthly Intervals 


THIS BOOK WILL BE SENT ON APPROVAL 


W. J. HARTMAN, Publisher 
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. Send Hartman’s Eastern Freight Rates on 30 Days trial. Our only 
obligation is the return of the issue if it is not satisfactory. 
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FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 

106 SHIPS 1,200,000 TONS 

54 Years’ Experience 
International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
A. C. FETTEROLF, Freight Traffic Manager 
No. 1 Broadway, New York City 


GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 










Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 


General Merchandise Storage 


Cartage Facilities. 
High Grade Guaranteed. 
egotiable Warehouse Receipts Issued. 


Pool Car Distribution. 


Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 





I. C. C. PROCEDURE 


IN RATE and 
ALLIED CASES 


By 
HARLEIGH H. HARTMAN 


(Formerly Attorney and Examiner of 

the Interstate Commerce Commission; 

also Lecturer on I. C. C. and Public 
Utility Law, etc.) 


Publication Is Now Being Distributed 
By 
I. T. HANSON 


1220 North Capitol Street, N. W. 
Washington, D. C. 


COPY will be gladly forwarded to you for 
approval and ample time given for 
thorough perusal. Price $8.00 per copy. 
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equipment; railroad and steamship lines, and their charges and 
practices in connection with terminal service. 

The foreign and domestic commerce of the ports is dis- 
cussed, including origin and destination of imports and exports 
and territory served, these features being illustrated by means 
of maps. The railroad rate situation as affecting competition 
among several Gulf ports and competition of Gulf ports with 
Atlantic ports is made clear by tables showing the existing rates. 


HANEY REAPPOINTED 


President Coolidge has reappointed Bert E. Haney, of Port- 
land, Ore., Democrat, as a member of the Shipping Board. Com- 
missioner Haney’s present term expires June 9. The White 
House had announced previously that Mr. Haney would be re- 
appointed. 


HOG ISLAND TO BE OFFERED FOR SALE 


The Shipping Board has directed the Fleet Corporation to 
advertise the Hog Island ship yard for sale. The property cost 
the government about $66,000,000. 





“OFFERS” FOR U, S. LINES 


President Palmer, of the Fleet Corporation, referring to 
reports that offers had been made for the United States Lines, 
the government agency for operating the Fleet Corporation’s 
passenger lines in the north Atlantic trade, said that “current 
reports of the negotiations by two shipping firms for the United 
States Lines are much exaggerated. 

“Naturally more fhan one ship operator would like to take 
over the management of the United States Lines and relieve 
the Fleet Corporation of their direct operation. Certain firms 
have intimated that they might submit to us proposals of that 
kind, but as yet no such proposal has been received.” 


OPERATION OF TUGS 


President Palmer, of the Fleet Corporation, has advised the 
New York Tow Boat Exchange, of New York City, in response 
to a protest against operation by the Fleet Corporation of tugs 
in New York harbor in competition with private tug owners, that 
in keeping with a promise made when the matter was under 
consideration some time ago, the number of tugs in operation 
had been reduced from ten to five. Mr. Palmer said he would 
have a survey made to determine whether a further reduction 
might be made because it was his desire to compete as little as 
possible with private tug owners. He pointed out, however, 
that the Fleet-Corporation’s operations at the Hoboken terminal 
were such that it was highly desirable to have the necessary tugs 
under a common management. 


APPROVES CONFERENCE AGREEMENT 


The Shipping Board has approved the conference agreement 
of the United States Intercoastal Freight Rate Conference. The 
agreement was filed with the board under the requirements of 
the shipping act. The general object of the agreement is to 
obtain maintenance of uniform rates in the intercoastal trade, 


TONNAGE IN U. S, VESSELS 


With an export total tonnage in excess of 52,260,000 tons, 
the 1924 foreign shipments from United States ports exceed, by 
more than 3,100,000 tons, the volume of exports in 1923, says 
the Bureau of Research of the Shipping Board. Approximately 
two-thirds of this increase was carried in American flag vessels, 
as their proportion of the 1923 export trade, 16,200,000 tons 
(33 per cent), increased in 1924 to 18,300,000 tons (35 per cent). 
Continuing, the Bureau said: 


American ships, too, more than held their own in the foreign 
import trade. While the total imports of 1924 were nearly 
2,400,000 tons less than those of 1923, the share of that trade 
moved under the American flag declined less than 500,000 tons. 
American vessels carried 22,780,000 tons (52.6 per cent), of the 
1923 import total of 43,300,000 tons, and 22,300,000 tons (54.5 per 
cent), of the 1924 import total of 40,900,000 tons. 

The total foreign commerce of 1924, imports and exports com- 
bined, was 93,160,000 tons, an increase of 785,000 tons, over the 
1923 total. American vessels handled 43.59 per cent of the 1924 
total as against 42.18 per cent in 1923. 


WORLD’S LONG DISTANCE RUN RECORD 
The American-Hawaiian Steamship Company loaded this 
week at Philadelphia and New York with a capacity cargo of 
miscellaneous package freight for all ports of call on the Pacific 
Coast via the Panama Canal, its S. S. “Texan,” 14,000 tons. The 
“Texan” is said to hold the world’s record for a continuous long 
distance run of 14,086 miles. The non-stop run was made from 
Tacoma, Wash., to New York, via the Straits of Magellan. The 
“Texan” is an oil burner and is one of the American-Hawaiian’s 

fleet of 20 ships engaged solely in intercoastal traffic. 


PARCEL POST REGULATIONS 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


This office has been advised that seeds from the fruit of the 
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cacao tree, as well as the young cacao plants, are prohibited im- 
portation into Brazil. , 

Cottonseed and unginned cotton are prohibited into the coun- 
try mentioned unless addressed to the Ministry of Agriculture, 
while raw cotton and cotton waste must be accompanied by certi- 
ficate of disinfection issued by competent authority. 

The above should be added to the item “Brazil” appearing on 
pages 155 and 200 of the annual Postal Guide for 1924. 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


Effective June 15, 1925, it will be necessary to collect a terminal 
charge of 2 cents a pound or fraction of a pound, in addition to the 
postage rate of 12 cents a pound or fraction thereof, plus a transit 
charge in some cases, on each parcel-post package addressed for 
delivery in a foreign country, except those named below: 

Guadeloupe, Haiti, Japan, Panama and Peru. 

The terminal charge, as well as the transit charge where appli- 
cable, and the postage must be prepared by means of postage stamps 
affixed to the wrapper of the parcel. 

This terminal charge is intended partially to reimburse this de- 
partment for the charges made by foreign countries on parcel-post 
packages received from the United States. 

In this connection attention is invited to the circumstance that 
the service charge of 2 cents per parcel applicable to domestic parcel- 


post packages shall not be collected on parcels destined for any foreign 
country. 


MOTOR TRANSPORT CONFERENCE 


Resolutions to the effect that regulation was necessary for 
motor vehicle transportation, that authority for such reg- 
ulation should be vested in state bodies, and that Congress 
should also enact such legislation as would make it possible for 
common carrier motor vehicles to be publicly regulated, were 
adopted by the Mid-West Motor Transport Conference, following 
the talks by Secretary W. M. Jardine, of the Department of 
Agriculture, and T. R. Dahl, vice-president of the White Com- 
pany, just previous to the close of the two-day session at Chi- 
cago, May 27 and 28. The resolutions are as follows: 


1. Adequate transportation facilities of all types are essen- 


tial to the continued progress of economics, social and civic life 
in the mid-western states. 


2. The public interest will be best served through the co- 
operation of the rail, motor and water carriers rather than through 
unregulated and wasteful competition. 


3. The test of experience has demonstrated the wisdom of 
reasonable regulation of common carriers in the public interest. 
Unregulated operation of common carrier motors can only ad- 
versely affect the public right to uninterrupted, dependable and 
efficient transportation. It is unfair also to those agencies which 
are regulated and to the existing motor carrier operators them- 
selves whose service to the public cannot be best maintained if 
it is subjected to a constant, wasteful attack from “fly-by-night” 
and financially irresponsible operators. 


4. Regulation of the intrastate business of the common car- 
rier motor should be vested in a state authority charged with the 
task of regulating the instrumentalities of transportation which 
the public requires. It should be so regulated as to secure the 
best service to the public. To insure continuity and reliability 
of service, sound financial organization should be shown also. 


5. Such state control over motor vehicle common carriers 

should be placed in existing commissions of the various states. 

As a prerequisite to the operation of the motor vehicle 
common carrier, the owner thereof should be obliged: 


(A) To obtain a certificate of public convenience and neces- 
sity provided that lines in bona fide operation on the first calendar 
day of the legislative session of which the law is passed, shall be 
presumed to be necessary to public convenience and necessity, 
and such lines, in the absence of evidence overcoming such pre- 
sumption, shall receive a certificate for routes established by them. 

(B) To take out liability insurance to indemnify injuries to 
persons or passengers, or damage to property and cargo. 


7. The state regulatory bodies having control over motor 
vehicle common carriers should be vested with the powers they 
exercise in controlling other forms of public utilities. 

Legislation should be enacted enabling steam railorads, 
trolleys, shipping companies and other public utilities to acquire, 
own and operate motor vehicles in conjunction with their regular 
lines of business subject to state and interstate laws covering 
motor vehicle common carrier operation. 

. It is recommended that the public authorities of the sev- 
eral mid-west states charged with common carrier regulation join 
in the formulation of uniform state statutes for legislative con- 
= in order to place these motor carriers under reasonable 
control. 

10. Regulation of highway traffic, including size, weight and 
speed of motor vehicles, should be as uniform as possible, and 
should be specifically provided by law; all other necessary dis- 
cretionary powers should, in the interest of uniformity, be lodged 
with the State Highway Department. 

11. The development of highways designed to meet the eco- 
nomic traffic requirements should be continued under the present 
plan of federal and state co-operation. 

12. Resolved, That it is the sense of the session that the 
approach to the problem of traffic congestion should be broadened 
to comprehend all the agencies contributing to or affected by 
transport traffic; that the traffic policy should develop the basic 
physical plan of the city; encourage higher efficiency and organ- 
ization in traffic and transport operation and administration; that 
all large traffic centers should promptly organize for thorough 
study of their complete traffic-transport plan, in a manner best 
suited to the community, to the end that a broad co-operative 
effort of all groups of our city population may be secured to 
provide for both present relief and future needs. 

13. Congress should enact such legislation as would make 
possible public regulation of the common carrier motor vehicle 
engaged in interstate commerce. 

14. Resolved, That it is the sense of_the Mid-West Motor 
Conference, assembled in Chicago, May 28, 1925, that the war ex- 
cise tax on motor trucks, motor busses, their parts, bodies and 
accessories be taken off at the earliest possible moment. 
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Pipe Lines 
to All 
Public Wharves 


And to the wharves of the big cotton 
compresses and shipside warehouses. 


Unexcelled storage facilities. World- 
wide marketing contacts. A complete 
refinery and cracking plant. 


These, together with SERVICE of the 
most efficient character, are offered by 


Houston Oil Terminal 
Company 


Chronicle 
Building 


Houston, 
Texas 





Ship by Water 


‘‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, — and the ne _ 
For rates, dates cf sailing other information 
WILLIAMS STEAMSHIP CO., Inc. 


Moore ports Water Streets, New York, Telephone Doding Green 7394 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New base Big phia, Baltimore and bape | to Bg Angeles 
= Semntiee, Portland, Seattle Taco 


'WESTBOUND SAILINGS 
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Through bills of lading pel for transshipment at San Francisco 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 
FRANCISCO LOS ANGELES 


SANTA OLIVIA ..... June 18 ioe 
June 20 
June 29 


nger Fn = ag calling at Manzanillo, San Jose de Guatemala, 
La Liked Ce into, nal Zone, Ha na (Eastbound). 


Fares to Leos nontne or San Francisco, Fist Class, $250, $270 and $300 


Round Trip Summer Rates, 87° v2? “3i*" $335 up 


One way rail, 
PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CORINTO sails from San Francisco June 26 


PACIFIC MAIL 5. 5. COMPANY 


10 Hanover Square, N 608 California St., San Francisco 
605 rodhnsy Bldg., Bo —— Calif. 





—* 
Sree ee Hoge Bide. "Philadelphis .. 240 Bourse Bldg. 
a, .-Equitable Bldg. Norfolk, Sou thgate te Fwd. & Stge.Co. 
FUEL, 0 00.000:000.00000000008 Chicago....827 South La Salle St. 
sent Henry W. Oliver Bldg. Cincinnati......... Gwynne Bidg. 











DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON— HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


ee 





issued from Gulf Ports te Hawaii, Australia, New 

Indies, for Transshipment at San Francisce. 

Pd ogre ue Ct rt Men a Pate 
Rico, West Indies, Central America, South America, Eurepe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 ‘Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & port. Ine. 


15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 
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Transit Services and Privileges 


Eighth of a Series of Twelve Articles on This Subject Written for The Traffic World by 
G. Lloyd Wilson, A.B., M.A., Instructor in Commerce and Transportation, 
University of Pennsylvania 


Transit Privileges on Lumber and Other Forest Products 

Virtually all railroads that haul lumber and other forest 
products have established rules and regulations governing the 
stopping-off of these commodities in carload lots, at transit points 
en route to the consuming centers so that the raw or semi-fin- 
ished products may be subjected to further processes that will 
bring them closer to their finished state and make them ready 
for market. The lists of rough forest products that receive the 
privilege are not the same in all transit tariffs, but are suffi- 
ciently uniform to permit generalization as to the typical rough 
materials that are granted transit privileges. Variations from 
the typical are brought about, usually, by local demand for the 
establishment of transit privileges on certain products, while 
the absence of a demand for the privilege in connection with 
other materials accounts for the omission of these commodities 
in other tariffs. 

Cooperage stock, including staves, headings, head lining and 
hoops; bark; flooring, Lath, lumber; pickets; telephone and 
telegraph poles; posts, shingles and ties are typical inbound com- 
modities. 

These forest products in car lots may be consigned to the 
transit points that are designated in the tariffs, stopped off and 
partially or wholly unloaded and reloaded, so that they may be 
resawed, sorted, stored, dressed, creosoted, or treated with other 
preservatives, kiln-dried, reconsigned or diverted, and manufac- 
tured into a number of products. Such shipments may be re- 
forwarded at the through rates from points of origin to final 
destinations, provided the processes are completed within the 
time limits provided in the tariffs. 

The outbound commodities that may be reforwarded at 
transit rates from the stopping points vary considerably in 
response to local demand, However, some thirty products are 
provided for in the tariffs of the roads serving the Central 
Freight Association territory. The following commodities are 
included in the lists in this territory: Automobile blocks, street 
paving blocks, bark, basket tops and bottoms, boards, bed slats, 
cooperage stock, window and door casing, ceiling, automobile 
decking material, door and window frame stock or stuff (knocked 
down), grain doors, lath, telephone or telegraph cross arms, 
picture backing, water pipe, box material or stuff, wire reel 
material, buckets, posts, shingles, hooks, lumber, N. O. I. B. N., 
creosoted lumber, molding (in the white), poles, ties, maple 
wheel rim strips, sawdust, and shavings. 

The lists of outbound commodities vary considerably with the 
roads granting the privileges, as has been said. In all of the 
transit tariffs several of the outbound commodities listed here 
are included, while every one of these commodities is enumer- 
ated in one or several transit tariffs. This list, then, may be 
regarded as broader than the usual list, but repreesntative of 
all outbound commodity lists. 

Transit Shippers’ Declarations, Records and Statements 

The tariffs governing the privileges provide that shippers, 
mill operators and owners, treating plant and transit yard pro- 
prietors, who wish to avail themselves of the transit privileges 
must agree to be bound by the rules, regulations and require- 
ments stipulated in the tariffs, and they are required to file with 
the carrier publishing each tariff that they use, a written dec- 
laration of their acceptance of the terms and conditions imposed 
by the tariffs. A typical declaration is shown herewith: 


Transit Shippers’ Declaration 


We desire to avail ourselves of the transit privileges 
on lumber and other forest products, as provided in 
Railroad Freight Tariff, Number ...., I. C. C. 


, and, in consideration of being granted 
such privileges, we agree to-abide by the rules, keep such 
transit records, and furnish such statements as are pro- 


vided for therein. 

We will permit open and free inspection of our rec- 
ords by the representative of, or inspectors (of inspection 
bureaus) designated by The Railroad, 
and will make affidavit, when required, as to the accuracy 
of such records and statements. 


The records that must be kept by the transit shippers are 
required to show the quantities, in feet and in pounds, of all 
inbound and outbound shipments that are handled into and out 
of the yards, mills or dry-kilns; keeping each species of lumber 





or other forest product separately. The records are required to 
show separately for each species: 


1. The receipts by rail of transit tonnage. 
2. The receipt by water lines of transit tonnage. 


3. Quantities transferred from one transit yard to another 
ee wae transit yard. 


Amounts forwarded by rail, transit tonnage. 
5. Amounts forwarded by water, transit tonnage. 


6. Quantities of transit tonnage disposed of as non-transit 
shipments. 


(a) Disposed of locally. 

(b) Forwarded at less-carload rates. 

(c) Forwarded at carload rates, but without transit privileges. 
(d) Forwarded by water or otherwise than as above provided. 


7. Loss in weight due to reduction by processes undergone at 
the transit yard. 


The contents of each transit yard are inventoried at least 
once every year, the first time at the effective dates of the tariffs 
governing the privileges. Statements must be prepared showing 
the estimated weights and quantities of all species of transit and 
non-transit materials and manufactured products on hand and 
the unused inbound transit freight bills that cover the materials. 
Unused transit freight bills covering tonnage in excess of the 
transit raw materials and manufactured products on hand at the 
time of inventories required to be are surrendered to the rail- 
road agents at the transit points, usually within a period of 
fifteen days after the inventories are taken. Such bills are 
stamped “Transit privileges canceled,” and are returned to the 
shippers. They may not thereafter be used to support outbound 
shipments at through transit rates. 

Statements as to the quantities of each species of forest 
products received from each of the groups of originating points 
and the transit or non-transit disposition of such tonnages against 
billing from each originating group are required in some in- 
stances to be made monthly. 


Substitution of Tonnages 


It is not expected or required that the identity of each car- 
load of forest products can or will be preserved in the processes 
of sorting, dressing, treating, or manufacturing. Nor is it re- 
quired that the inbound freight bills that are presented for can- 
cellation to offset outbound shipments cover the identical forest 
products that are reshipped from the transit points. It is not 
permitted that substitutions of unlike commodities be made for 
each other, just as substitutions of unlike commodities may not 
be made in the fabrication-in-transit of iron and steel, or in the 
milling and malting of grain, which have been discussed previ- 
ously, Shingles, for example, may not be substituted for lath, 
or lumber for ties or posts, nor vice versa. It is not permissible, 
either, to forward from the transit points at through transit 
rates any commodities that did not move into such points on 
transit rates or which are not the products of commodities that 
did move at such rates. When definite territories are specified 
by the transit tariffs from which forest products may be shipped 
at through rates, the substitution of commodities originating in 
one such territory or district may not be made for commodities 
of different character moving into the transit points from an- 
other territory. Usually the provision that there is no substitu- 
tion that impairs the integrity of the through rate, that has 
been insisted on repeatedly by the Commission, is inserted in 
the transit tariffs. (*) 

Shipments may, however, be mixed at the transit points 
with other transit tonnage and forwarded at through rates ap- 
plying from the points of origin of the freight bills presented for 
cancellation to final destinations. 


Shrinkage in Weight 


There are inevitably shrinkages or reductions in the weights 
of commodities that are dressed, kiln-dried, or otherwise proc- 
essed or manufactured. Provisions are made for difference in 
the weights of inbound and outbound shipments of transit forest 
products in the tariffs governing the privileges. These provi- 
sions are by no means uniform. In some cases a percentage 
deduction is allowed; in other instances the actual difference 
is determined; while in still other cases, combinations of these 
two methods are used to calculate the amounts of shrinkage that 
are allowed. A typical rule provides that, when shipments are 
stopped-off to be treated or manufactured in transit, an allow- 
ance in the inbound tonnage of not less than 5 per cent or 
more than 30 per cent is made for shrinkage and the charges 
from the original points of shipment to the transit points on such 
from the original points of shipment to the transit points on 


(*) See Rule 6, Transit Tariff, Michigan Central Railroad I. C.C. 
No. 5305; Rule 14, Transit Tariff, Lumber and Other Forest Prod- 
ucts, Pere Marquette Railway I. C. C. No. 4525, and others. 
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Out West 


in the Union Pacific Country 


is Treasure Land 


IECES - OF - EIGHT— Spanish gold? No! 

But out there are towering snow moun- 
tains sparkling as though diamond-studded 
against a turquoise sky! Streams, lakes and 
seas of emerald and sapphire! Vast canyons 
and amphitheatres glowing with the rich- 
ness oe lustre of rubies! 


Out West—in the Union Pacific country 
—are recreation, romance, and the spirit of 
adventure! 


When all is said and done, you're still 
a pioneer—you get a big ‘“‘kick’’ out of see- 
ing new places, new things, new faces—so 
why not let your pioneering spirit expand 
Out west this summer, where in the day 
time your feet can find paths untrodden by 
modern man and at night return to a com- 
fortable hotel. 


Send For Free Travel Books 


Zion National Park—Bryce Canyon Utah-Idaho Outings 


California Pacific Northwest and Alaska 
Southern California Pacific Northwest Outings 
Colorado Mountain Playgrounds Dude Ranches Out West 


Yellowstone National Park U.S. Map Folder 


Indicate which of these you desire and they will 
be mailed promptly without charge. Ask also about 
the Union Pacific’s low round trip summer fares and 
how you can combine two or more of the great vaca- 
tion places of the West in one tour. 


Address W. H. Murray, General Passenger Agent, 


‘Union Pacific= 


THE TRAFFIC WORLD 


If You Are Interested 
in Economical 
Storage and Distribution 
of Merchandise 
Through 
Reputable Warehouses 
in the Main 
Distributing Centers 
of the United States 
with 
Unexcelled Facilities 


Competent Organizations 
Modern Methods 


Write or Wire Our Nearest Representative 
































1925 Directory with Full Information 

Regarding the Facilities of Each of the ; 
Ninety American Chain Warehouses | 
Available Upon Request. 





0. V. HUKILL P. F. CASSIDY 
Eastern Representative Western Representative 


415 Greenwich Street 203 S. Dearborn Street 
Phone Waitker 4600 Phone Harrison 3300 


\. New York City Chicago, IIl. 
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such shrinkage are calculated on the basis of the difference be- 
tween the rates from the points of origin to final destinations 
and the rates from the transit points to final destinations in 
effect at the time the shipments originated. The excess above 
95 per cent of the inbound tonnage is charged for at the carload 
rates from the transit points to the destinations; while any 
deficit under 70 per cent of the inbound tonnage is assessed at 
the rates applicable on the weights representing such deficits 
from the original points of shipment to the transit point. * Thus, 
if 50,000 pounds of lumber is shipped from Lumbervale to be 
dressed in transit at Sawyerville and to be reforwarded ulti- 
mately to New York, not more than 95 per cent, or 47,500 pounds, 
nor less than 35,000 pounds, 70 per cent of the inbound tonnage, 
50,000 pounds, can be reforwarded against the billing covering 
the inbound tonnage. Any excess over 47,500 pounds is charged 
for at the carload rate from the transit point to destination. If 
there is a deficiency under 35,000 pounds, the carload rate from 
Lumbervale to Sawyerville is charged on the weight represent- 
ing the deficit. 

The actual reduction in weights is usually subject to verifi- 
cation by inspectors of the railroads or of the inspection bureaus 
so that, if the shrinkages vary, within the limits provided, from 
those allowed by the tariffs, corrections are made. 

On shipments that are not treated, worked, dressed, or man- 
ufactured, the weights, inbound, must equal the outbound ton- 
nages in order that through transit rates may be assessed. If 
there is an excess of inbound over outbound tonnage, the rate 
from the point of origin to the transit point is applied to the 
excess, while, if there is an excess of outbound over inbound, 
the rate from the transit point to final destination is applied to 
the surplus. In all cases, shipments inbound to and outbound 
from the transit points are governed by the carload minimum 
weights published in the tariffs under which the shipments move. 


Rates and Charges 

The charges assessed for shipments of transit tonnage are 
based on the through rates from points of origin to final destina- 
tions, subject to the rates from points of origin to the transit 
points as minima, applicable on the outbound commodity. The 
rates that are charges are the through rates in effect at the 
time the shipments originate from the initial points of shipment. 

Thus, if a through rate of 39 cents a hundredweight is in 
effect on January 1, 1925, from Lumbervale to New York via 
Sawyerville, on shingles in carloads and a rate of 25 cents from 
Lumbervale to Sawyerville, and another of 27 cents from Saw- 
yerville to Néw York, then a shipment of lumber to be made 
into shingles would be rated at 39 cents a hundredweight for the 
through movement. If the rate from Lumbervale to Sawyerville 
were 40 cents, then this higher rate would be used as a minimum 
on which the rate would be based. Increases or decreases in 
the rates after the shipments are made from the forwarding 
sre do not affect the charges to be levied upon actual ship- 
ments. 

An additional charge, usually assessed at a per car rate, is 
levied for the use of the transit privilege. These transit fees 
are added to the through transit rates by the carriers granting 
the privileges. There is no uniformity in the levels of these 
charges. The Pere Marquette, for example, charges a transit 
fee of $6.30 an outbound car for transit at Holly, Mich.,(*) while 
the Michigan Central charges $4 against each outbound carload 
at Bay City, Cheboygan, Gaylord, Grayling, Mackinaw City, Pin- 
conning and Saginaw, Mich.(*) 

These fees do not, as a rule, include the switching charges of 
connecting lines, if the transit privileges are availed of at transit 
yards on the tracks of another railroad at the transit stations. 
Shipments inbound and outbound are subject to demurrage rules 
and regulations as provided for in the demurrage tariffs that are 
applicable at the transit points. Such charges are not absorbed 
nor are charges waived if cars are consigned to transit points 
to be held for orders when orders are not received within the 
regular free time period. Such shipments may either be held in 
the cars under demurrage or the goods turned over to storage 
warehouses there to be stored at the owners’ risk and expense, 

In cases where the use of the transit privilege necessitates 
out-of-route or back hauls, mileage rates are sometimes provided 
to be assessed against the inbound weights on the portions of the 
routes over which the shipments pass twice or which constitute 
the out-of-route hauls. These rates are added to the through 
transit rates and transit fees. A scale of mileage rates, applic- 
able on one railroad in Central Freight Association Territory, is 
shown herewith: 

BACK OR OUT-OF-ROUTE MILEAGE RATES 
25 miles and under 


ee ee ee 2% cents 
EE eer Oe eee 3% cents 
Ov  cetegnegonsoceeeee 4% cents 
Dy ee GI FTA FO on ccc cheb Hewewiien 5% cents 


Computation of Time Charges 
Thus, the charges on a 50,000 pound shipment from Lumber- 
vale to New York via Sawyerville, would be assessed on the 
following basis: 
If the through rate of 39 cents in effect on January 1, 1925, 
were properly applicable: 


*Rule 7, IL. C. C. No. 4525. 
*Rule 4, I. C. C. No. 5305. 
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50,000 pounds at 39 cents per cwt.......... cece reer eeervees $195.00 
Plus Transit Fee of $15.00 per outbound car............... 5.00 
I ID, oo occ caine cub se o's ot-0's 0.0 Vivre able dase eines $200.00 


If extra switching were necessary to reach the transit yarg 
on other tracks than those of the railroad granting the privilege, 
the charge for this service would be added. 

Back hauls or out-of-route hauls would be subject to adj. 
tions provided for above so that if the journey from Lumbervale 
to New York involved a 50 mile back or out-of-route movement, 
3% cents a hundred would be added to the 39 cent through rat, 
making the charge 42% cents per hundred plus the transit fee or: 


50,000 pounds at 39 cents (through rate)............ee.e0.. $195.00 

Plus, 50,000 pounds at on cents (out-of-route haul)........ 17: 

Plus, Transit fee of $5.00 (per outbound car rate).......... 5.00 
WOE GOB 6.6 kcc cece tvict see rervesinceveeevcccetees $217.50 


When shipments of forest products originate at points from 
which there are no joint through rates applicable via the transit 
points, it is customary to apply the local reshipping or propor. 
tional rates in effect on the dates the shipments are made from 
originating points that are applicable from the rate basing points 
that are directly intermediate between the points of origin and 
the transit points on which the through rates would have been 
based if the shipments had not been stopped off for transit priv. 
ileges; plus, of course, transit fee described above. 


Payment of Charges 


The charges provided for in the lawfully applicable tariffs 
for movements of the inbound commodities from the points of 
origin to the transit points are paid by the transit shippers to 
the agents of the carriers at the transit stations. Freight bills 
are rendered in duplicate on transit shipments and on both 
copies the shippers are required to endorse statement of the 
species of lumber or forest product in each shipment. If the 
cars contain mixed shipments, the estimated weight of each 
species must be shown. The date on which the cars were un- 
loaded and released must also be noted. The duplicate copies 
of the freight bills are required to be surrendered at the transit 
stations usually within fifteen days, to be recorded and filed. 
The original paid freight bills are later presented to the agents 
of the carriers with the bills of lading containing shipping in- 
structions for the outbound shipments when the goods are to 
be reforwarded. The bills of lading and way bills are marked 
or stamped to show that the shipments have been accorded 
transit privileges at the specified transit points and the tariff 
authority for the privileges. Adjustments are then made, the 
shippers paying the difference between the aggregate charges 
made up of the through transit rates in effect when the ship 
ments originated, plus transit fees and other properly assessed 
switching, demurrage and out-of-route haul charges, and the 
amounts that have been paid up to the transit points, as shown 
by the freight bills that are presented to cover the outbound 
tonnages. 


Shippers’ certificates similar to those required of grain ship- 
pers are required in the lumber transit tariffs.and similar provi- 
sions are made for the recording of the transactions by the 
agents of the carriers and the inspection bureaus that have juris- 
diction. Representative freight bills are cancelled as _ transit 
tonnage is disposed of and reinstated by the carriers upon inspec: 
tion as in the case of the privileges that have been discussed in 
preceding articles of this series. The time limit. usually pro- 
vided is twelve months after the cars have been unloaded at the 
transit points. Eighteen months are sometime allowed for cre 
osoting.* 

Transfers of Tonnage and Ownership 


Shipments of lumber or other forest products may be trans 
ferred from one transit yard to another, not a part of the same 
plant facilities, to be worked and reforwarded from such other 
yards on through transit billing and rates, under some represent 
ative transit tariffs, provided the owner of the transit yard 
furnishes an affidavit or certificate that the actual identity of 
the commodities treated has been preserved. The charges for 
switching from yard to yard are charged of course, in addition 
to the transit charges and fees. 


If the inbound commodities are transferred from one plant or 
yard to another, and the freight bills for the identity preserved 
commodities are endorsed showing that the commodities and 
the reconsignment privileges pertaining thereto have been 4s 
signed to the other yard or mill over the signatures of original 
consignees, the outbound shipments may be forwarded from the 
plant facilities to which transferred. This would seem to include 
transfer of ownership.’ Another tariff applicable at other points 
in the same territory however, specifically provides that 10 
transit privileges will be granted if the property changes ownel- 
ship at the transit point.° Instances of both practices are to be 
found in other representative tariffs. 


‘See Comerence Rulings of the Commission Nos. 204 and 232; 
also Traffic World, Volume 35, Number 9, page 556. 

See Rule 15, paragraph (b), I. Cc. GC. No. 4525, of the Pere 
Marquette Railroad. 

*See Rule 2, paragraph (d), I C. C. No. 5305, of the Michigan 
Central R. R. 
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HERE IS 
Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 





A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 

























A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 





A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 





An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 


AFFIC WORL 


=—— TRAFFIC BULLETIN = 














which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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VISUALIZED 
DEMURRAGE 


Old and current demurrage claims set- 
tled promptly. 



















Our Patented Graphic Charts satisfy 
shipper and railroads. 


We settle claims out. of court. 





Our basically patented system shows the 
true situation on each track daily. It 
automatically and graphically shows 
run-arounds, bunching and _ switching 
delays. 





Write us your demurrage troubles and 
we will advise you our recommendations 
without charge. 


We make no charge for our services 
until a settlement is reached. 





Our charges are based on the amount of 
the claims in dispute and then we charge 
a commission on the amount collected or 
adjusted. 





We also install our system so industries 
can keep their own visual demurrage 
records. 


Our system saves Money, Time and 
Worry. 











THE ROSS DEMURRAGE BUREAU, INC. 


17 Battery Place New York, N. Y. 
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NEW YORK TERMINAL PROBLEMS 


The Trafic World New York Bureau 


Railroads continue to be the most important links between 
New York and the sources of the city’s food supply, the motor 
truck is not even a prospective carrier of the foodstuffs required, 
and direct trading between the producer and the consumer in 
this city is so small as to be of little account in considering the 
problem of providing better freight terminals, the Port of New 
York Authority declares. 

A survey of the fruit and vegetable terminals was made 
jointly by experts of the Port Authority and representatives of 
the United States Department of Agriculture, who reported to 
Julian A. Gregory, chairman of the commission, General Goeth- 
als, its consulting engineer, and Julius Henry Cohen, its counsel. 
The report says: 


Fruits and vegetables come to New York from all quarters of the 
glebe. The average length of haul is 1,500 miles. California shipped 
more of these commodities to New York last year than any other 
atate, although Florida was not far behind. These two states alone 
accounted for one-third of the total supply in the New York market. 
bout 150,000 freight cars are required to transport the quantity 
of these perishables consumed each year in the New York district. If 
placed end to end these cars would make a train more than 2,000 miles 
long, with the engine in New York and the caboose in Denver. This 
contrasts with a total of only 60,000 car lots of butter, fish, eggs, fresh 
meats and dressed poultry combined. 

Not merely in volume alone, but in complexity of terminal re- 
quirements the fruits and vegetables dominate the situation. The 
agg variety of sizes, grades and qualities found among the 
oranges, lettuces, cabpages and other products means that a large 


space must be provided for display and inspection at the receiving 
terminals. 


Receipts of fruits and vegetables by rail are seven times as great 
as by water. The motor truck is neither a present nor a prospective 
earrier of New York’s food supply. Because of predominance of rail 
receipts and their probable continuance particular attention to con- 
nections and facilities for rail carriers is needed. 


For Manhattan, this means a waterfront terminal until 
such time as tunnel connections are completed, and the report 
suggests that interior sites, with belt line connections, be utilized 
in outlying sections. 

The central market in lower West Side, Manhattan, serves 
as a funnel through which about 85 per cent of the fruits and 
vegetables now pass. They come either by car floats from the 
New Jersey side of the river or by trucks from railroad yards. 
From the central market the goods are sold and distributed to 
the jobbing markets in all parts of the city and in northern New 
Jersey. 

Each June and October the congestion reaches a peek and 
embargoes are necessary. Records of dealers show that not all 
of the produce consumed here passes through the central whole- 
sale market. Much of it is delivered to points in Brooklyn, the 
Bronx and New Jersey. Newark dealers obtain at least 50 per 
cent of their supply direct from the shipping point. 

Study of the facts indicates that about 25 per cent of the 
total car lot receipts of fruits and vegetables are made up of 
the varieties easily decentralized for direct delivery. Another 
25 per cent may be held out on receiving platforms in less con- 
gested areas and samples forwarded to the central market. 
Gradual decentralization of 50 per cent of the produce traffic 
may well be carried out to the advantage of all concerned, the 
experts conclude. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended May 23 totaled 
986,209 cars, as compared with 984,916 cars the preceding week, 
and 918,224 and 1,015,532 cars in the corresponding periods of 
1924 and 1923, respectively, according te the car service division 
of the American Railway Association. Commenting on the load- 
ing situation, the division said: 


This was the greatest number of cars loaded during any one 
week so far this year, exceeding by 1,293 cars the preceding week 
when the previous high record for the year was established. 

The total for the week of May 23 was an increase of 67,985 cars 
over the corresponding week last year but a decrease of 29,323 cars 
under the corresponding week in 1923. It was, however, a substantial 
increase over the corresponding week in 1920, 1921 and 1922. 

The present freight movement is being met without car short- 
age, the railroads instead having more than 327,000 surplus freight 
cars in good repair and immediately available for service compared 
with 170,000 surplus freight cars at the same time last year. During 
the same time in 1923, there was a shortage of more than 20,000 
cars, although loading of revenue freight was only slightly in ex- 
cess of the corresponding week this year. 

The increase in the number of cars loaded the week of May 23 
was largely due to an increase over the week before in shipments of 
grain and grain products although there were increases also in the 
loading of miscellaneous freight and live stock. Decreases, for the 
most part small, under the week before were reported in the loading 


of coal, coke, forest products, ore and merchandise and less than 
carload lot freight. 


Loading by districts the week ended May 23 and for the 
corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 7,642 and 8,593; live 
stock, 2,732 and 2,919; coal, 39,952 and 39,069; coke, 1,949 and 1,806; 
forest products, 5,923 and 6,079; ore, 5,662 and 4,376; merchandise, 
LC. » 72,506 and 69,711; miscellaneous, 100,341 and 86,166; total, 
1925, 236,707; 1924, 218,719; 1923, 253,565. 
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Allegheny district: Grain and grain products, 2,540 and 2,685; 
live stock, 2,108 and 2,403; coal, 39,258 and 40,685; coke, 4,577 and 
4,290; forest products, 3,381 and 3,199; ore, 11,754 and 10,333; merchan- 
dise, L. C. L.., ,291 and 50,318; miscellaneous, 84,957 and 74,959- 
total, 1925, 201,866; 1924, 188,865; 1923, 231,056. , 

Pocahontas district: Grain and grain products, 174 and 167; live 
stock, 97 and 86; coal, 34,462 and 24,804; coke, 380 and 208; forest 
products, 1,823 and 1,577; ore, 89 and 138; merchandise, L. C. L,, 
7,229 and 6,794; miscellaneous, 4,923 and 4,725; total, 1925, 49,177; 1924, 
38,499; 1923, 42,832. A 

Southern district: Grain and grain products, 3,926 and 3,471; live 
stock, 1,686 and 1,809; coal, 20,289 and 15,769; coke, 876 and 927; for- 
est products, 24,640 and 24,714; ore, 1,423 and 1,494; merchandise, L, 
C. L., 40,562 and 40,725; miscellaneous, 49,121 and 44,112; total, 1925, 
142,523; 1924, 133,021; 1923, 137,405. 

Northwestern district: Grain and grain products, 10,186 and 8,794: 
live stock, 7,622 and 8,926; coal, 4,544 and 4,493; coke, 1,251 and 951; 
forest products, 19,484 and 18,681; ore, 39,891 and 35,478; merchandise, 
L. C. L., 32,708 and 30,022; miscellaneous, 39,017 and 35,391; total 
1925, 154,703; 1924, 142,736; 1923, 157,822. i 

Central Western district: Grain and grain products, 10,106 and 
9,866; live stock, 10,118 and 13,004; coal, 9,895 and 11,011; coke, 271 
and 308; forest products, 11,899 and 11,500; ore, 3,548 and 3,145; mer- 
chandise, L. C. L., 37,083 and 36,700; miscellaneous, 52,766 and 50,830; 
total, 1925, 135,686; 1924, 136,364; 1923, 136,356. 

outhwestern district: Grain and grain products, 4,048 and 4,294; 
live stock, 2,278 and 3,213; coal, 3,148 and 3,252; coke, 155 and 216: 
forest products, 8,694 and 8,495; ore, 408 and 437; merchandise, L. C. 
L., 14,707 and 14,532; miscellaneous, 32,109 and 25,581; total, 1925, 
65,547; 1924, 60,020; 1923, 56,496. 

Total, all roads: Grain and grain products, 38,622 and 37,870: 
live stock, 26,641 and 32,360; coal, 151,548 and 139,083; coke, 9,459 and 
8,706; forest products, 75,844 and 74,245; ore, 62,775 and 55,401; mer- 
chandise, L. C. L., 258,086 and 248,802; miscellaneous, 363,234 and 
321,757; total, 1925, 986,209; 1924, 918,224; 1923, 1,015,532. 


Compared with the preceding week this year, increases in 
the total loading of all commodities were reported in all except 
the Eastern and Central Western districts. All districts reported 
increases over the corresponding week last year except the Cen- 
tral Western while all except the Eastern, Allegheny, North- 
western and Central Western districts reported increases com- 
pared with the corresponding week in 1923. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January............ 4,450,993 4,294,270 4,239,379 
Four weeks in February.......... 3,619,326 3,631,819 3,414,809 
Four weeks in March............ 3,694,916 3,661,922 3,662,552 
Four weeks in April.............. 3,721,662 3,498,230 3,764,266 
Week ended May 2d..... weaiiatecge 981,711 913,550 961,617 
Week ended May 9th....... voces. Sena 908,203 974,741 
Week ended May 16th............ 984,916 913,201 992,319 
Week ended May 28rd............ 986,209 918,224 1,015,532 

EEE. Pannen teinkcawwndaw 19,421,103 18,739,419 19,025,215 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on May 15 totaled 193,035 or 
8.3 per cent of the number on line, according to the car service 
division of the American Railway Association. This was an 
increase of 3,521 over the number reported on May 1 at which 
time there were 189,514 or 8.2 per cent. 

Freight cars in need of heavy repair on May 15 totaled 
146,541, or 6.3 per cent, an increase of 2,494 compared with 
May 1. Freight cars in need of light repair totaled 46,494 or 
2.0 per cent, an increase of 1,027 compared with May 1. 

Class I railroads on May 15 had 11,389 locomotives in need 
of repair, 17.8 per cent of the number on line. This was an 
increase of 288 over the number in need of repair on May 1, 
at which time there were 11,101 or 17.3 per cent. It was, how- 
ever, a decrease of 477 compared with the number on May 15 
last year, at which time there were 11,866 or 18.4 per cent. Of 
the total number, 6,377 or 10.0 per cent were in need of classified 
repairs, an increase compared with May 1 this year, of 295 
while 5,012 or 7.8 per cent were in need of running repairs, a 
decrease of seven within the same period. Serviceable locomo- 
tives in storage on May 15 totaled 6,680, a decrease of 17 com- 
pared with the number of such locomotives on May 1. 





ROLLING STOCK ADDITIONS 


Freight cars placed in service the first four months this 
year totaled 57,926, according to reports filed by Class I railroads 
with the car service division of the American Railway Associa- 
tion. This was an increase of 11,505 over the number placed 
in service in the corresponding period last year. 

Of the total number installed from January 1 to April 30, 
this year, 30,319 were box cars, an increase of 7,733 over the 
number installed in the same period last year. There were also 
20,704 coal cars placed in service in the four months’ period in 
1925, or 5,023 more than in the same period in 1924. The rail- 
roads also placed in service 2,422 refrigerator cars and 2,416 
stock cars. In the month of April alone, freight cars installed 
totaled 13,773, which included 7,654 box cars, 4,709 coal cars and 
48 refrigerator cars. Freight cars on order on May 1 totaled 
43,301, compared with 68,019 on May 1, last year. Class I rail- 
roads the first four months this year also installed in service 
601 locomotives, of which number 171 were placed in service in 
April. Locomotives installed the first four months last year 
numbered 758. The railroads on May 1 this year had 340 loco- 


motives on order, compared with 552 on the same date one year 
ago. 
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Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 






Consult us regarding your 








WAREHOUSING 
CHARLES STORAGE 
m DISTRIBUTION 














within ten mile radius 














Manager General Storage Department 





178 Atlantic Avenue, Boston, Mass. 
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| Personal Notes 
RaW RR ETE Ter e® * 


Henry Blakely, assistant vice-president, traffic, of the North- 
ern Pacific, has retired from active service after 37 years with 
the railroads. 

Charles G. Hylander, traffic manager for William Wrigley, 
Jr., Company, died, June 3, as the result of heat prostration in 
his office. 

P. F. Gault, examiner for the Commission, has left that body 
to accept a position as commerce counsel for the C. & N. W., at 
Chicago. . 

J. F. Flynn has been appointed traveling freight agent, Nor- 
folk Southern, at Baltimore. 

G. D. Williams has been appointed commercial agent of the 
Atlantic Coast Line at St. Petersburg, Fla. J. T. Griffin has been 
made traveling freight agent at Miami. 

T. G. Pascoe, former traffic manager of the Mack Manufac- 
turing Company and general traffic manager of the Belle Alkali 
Company, Charleston, West Virginia, has been made manager of 
the travel department of the Security Trust Company, Wheeling, 
West Virginia. 

Ernest R. Raumaker, commerce counsel, has joined the or- 
ganization of Charles Donley, counselor of traffic and transporta- 
tion, Pittsburgh. Mr. Raumaker was formerly with various 
railroads. 

D. R. Simpson has been made assistant general freight agent 
of the Gulf, Colorado and Santa Fe at Galveston. 

Friends of A. B: Bierdeman, general agent, Nickel Plate, 
Clover Leaf District, Chicago, gave him a dinner and a watch at 
the Traffic Club of Chicago, May 29. He has been transferred 
to the same position at Pittsburgh. E. F. Jacobson and F. J. 
Blaicher have been appointed general agents, freight depart- 
ment, of the Nickel Plate, Mr. Jacobson at Chicago, and Mr. 
Blaicher at Tulsa, Okla. J. R. Holcomb has been made com- 
mercial agent at St. Louis, and A. H. Reynolds has been ap- 
pointed commercial agent at Kansas City. 


H. G. Watts has been appointed superintendent of freight, 
loss and damage claims of the Gulf Coast Line, at Houston. 

F. D. Hunt has been elected president of the Willamette 
Valley Southern at Oregon City, Ore. 

E. P. Seay, Charleston, S. C., was elected president of the 
Southern Railway Agents’ Association, at the close of a three- 
day meeting at Atlanta, Ga., May 26, 27 and 28. Other officers 
elected were: Vice-president, G. T. Washington, New Orleans; 
secretary, I. A. Bittle, Knoxville, Tenn.; treasurer, E. H. Marsh, 
Spencer, N. C., and chairman of the board of directors, M. C. 
Morris, Lexington, Ky. 

Samuel Larimer, general agent, the Santa Fe, at Atlanta, 
died at his home in that city, May 27. 

J. E. Anderson has been made assistant to the executive 
vice-president of the Gulf Coast Lines, at Houston. Horace 
Booth has been appointed general traffic manager at the same 
point, and J. A. Brown has been made freight traffic manager 
there. J. W. Daley has been appointed assistant freight traffic 
manager; R. L. McLennan has been made general freight agent; 
C. H. Guion has been made general freight agent; J. M. Ball has 
been appointed assistant general freight agent; J. E. Bailey has 
been appointed assistant general freight agent, and W. A. Brown 
has been made assistant gengral freight agent. 

H. E. Jones, formerly connected with the International Cor- 
respondent Schools, as traffic adviser in the school of commerce, 
has severed his connection with that organization with the in- 
tention of taking up consulting traffic work in Scranton. He 
plans, together with the help of a number of other men, to pro- 
mote a traffic society intended to develop a code of professional 
ethics and a status for this class of employes that will place 
them on a level with other professions. He asks that those in- 
terested in such a plan write to him at his home, Elmhurst, Pa. 

F. H. Plaisted, on the eve of his departure from New York 
to take up his duties as assistant director of traffic, the Southern 
Pacific, at Chicago, was the recipient of a dinner and a clock 
from friends at the Traffic Club of New York, May 28. He will 
also be assistant director of traffic of the M. L. & T., and the G. 
H. & S. A. F. E. Jones has been made assistant freight claim 
agent of the Southern Pacific Lines in Texas at Houston. J. C. 
Mangham has been appointed assistant to the traffic manager in 
charge of industrial development at Houston. J. B. Brooks has 
been made assistant general freight agent and H. A. Loeffler has 
been appointed to the same position, both at Houston. H. M. 
Madison has been made agricultural agent. H. C. Franks has 
been appointed general agent, A. R. Canfield commercial agent, 
J. H. McDonald, freight agent, W..A. Springall, commercial agent, 
at San Antonio; A. T. Smith, freight agent, at San Antonio, and 
M. H. Erskine, Jr., assistant live stock agent at the same point. 
———“fPrre positions of general traffic manager and assistant gen- 











/ eral traffic manager of the United Fruit Company have been 


} 


abolished. W. A. Schumacher and C. M. Wynns are assigned to 
other duties, and W. V. Harloe, freight traffic manager, will re- 
port directly to the manager of the New York division. 


— 
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R. E. Knight has been made general agent, C. H. Robertson, 
traveling freight and passenger agent, and T. V. Lewis, chief clerk, 
in charge of the newly opened joint offices for the southeastern 
district of the Denver & Rio Grande Western and the Western 
Pacific, at Atlanta. Southeastern offices were maintained at that 
point by the two roads up to the time they were taken over by 
the government. 

: The Illinois Central announces that the following officers 
in charge of rate adjustments, tariffs, and subjects related 
thereto (except coal and coke traffic), are appointed: C. ¢. 
Cameron, assistant freight traffic manager; F. H. Law, general 
freight agent, northern and western lines; R, G. Raasch, assist- 


ant a freight agent; A. L. Wilson, assistant general freight 
agent. 


DOINGS OF THE TRAFFIC CLUBS 


The Akron Traffic Club will hold its eighth annual picnic 
at the Lakeside Shrine Country Club June 12. A program of 
sports will be followed by a dinner. 





_The Oil City-Franklin Traffic Club will hold its fourth annual 
outing at the Rockwood Club, Rockmere, Pa., June 16. 





The Traffic Club of New York held a meeting May 26. C. §. 
Jones, manager of the Curtiss Exhibition Company, and Major 


W. N. Hensley, air service, U. S. A., spoke, tracing the develop- 
ment of aviation. 





The Omaha Traffic Club held a meeting and banquet June 2. 
P. S. Eustis, P. T. M., the Burlington, was the speaker. 





The Traffic Club of Kalamazoo has ratified the resolutions 


—— by the Associated Traffic Clubs of America at Kansas 
y. 





The Bridgeport Traffic Association will hold its annual out- 


ing June 10. A program of sports and contests has been ar- 
ranged. 





The Traffic Club of Utica will be guest of the Beechnut Pack- 
ing Company, for a tour of inspection of the plant and a meeting, 
June 9. The club will hold its annual outing July 16. 





The Traffic Club of Baltimore will hold its summer outing 
and trip on Chesapeake Bay June 20. 





The Traffic Club of Chicago will hold its first golf outing of 
the season at the Big Oaks Golf Club June 11. 





The Traffic Club of St. Louis held a luncheon and meeting 
June 1. 





The Traffic Club of Newark held its monthly meeting at the 
Chamber of Commerce building June 1. Clyde G. Crosby, presi- 
dent, the Fidelity Warehouse Company, New York, spoke on 
“Warehousing.” 





The Traffic Club of Springfield, Mass., held its annual meet- 
ing and “New York Central Night,” May 18. The club elected 
the following officers: President, E. F. Smallwood; vice-presi- 
dents, D. L. Topham and R. E. Cosgrove, and secretary-treasurer, 
Ben Hapgood. 





The Traffic Club of Minneapolis held a luncheon and meet- 
ing at the Nicollet Hotel June 4. D. M. Meyer spoke on “Vizual- 
ization in Business.” 





On the evening of May 2 a dance was given by the Dallas 
Traffic Club at Stoneleigh Court as a farewell to R. J. Sefton, 
who has been appointed general passenger agent of the C. G. W.., 
Chicago. One the ninth of May the semi-monthly luncheon was 
held at the Adolphus Hotel, at which time the members were 
entertained by motion pictures of the Ford Motor Company. On 
the second of June a luncheon was held, at which time the Pal- 
ace Theater entertained the members and their guests, the ladies 
being present, with an anniversary program. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
May 15-22, inclusive, was 327,216 cars, a decrease of 3,217 cars 
as compared with the preceding period, while the average daily 
shortage was 25 box cars, according to the car service division 
of the American Railway Association. 

The surplus was made up as follows: Box, 128,108; ven- 
tilated box, 962; auto and furniture, 13,820; total box, 142,890; 
flat, 4,970; gondola, 66,912; hopper, 67,757; total coal, 134,669; 
coke, 2,481; S. D. stock, 20,519; D. D. stock, 3,107; refrigerator, 
17,620; tank, 260; miscellaneous, 700. 

Canadian roads reported a surplus of 30,300 box, 600 flat, 
1,300 S. D. stock, 1,400 refrigerator, and 245 miscellaneous cars. 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


ITS NOT WHERE YOU 
START FROM BUT 
WHERE YOU GET TO— 
THAT COUNTS! 


How valuable is your time? 


Write us for information. 





P. A. Wetzel Company 


A Stack of Wetzel Drop Front Tariff File Sections Manufacturers 


scadinondsaueuannnmmetiieammmaton SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 






Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 
rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 













Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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HIGHWAY CROSSING ACCIDENTS 


“Encouraged by the fact that they have, through the co- 
operation of various other organizations, already brought about 
a substantial reduction in the number of lives lost as a result 
of grade crossing accidents, the railroads have completed plans 
for a more intensive campaign which will begin next Monday, 
June 1, to reduce further the number of such fatalities,” ‘says 


the American Railway Association in a statement, continuing as 
follows: 


The intensive campaign, which will continue until Sept. 30, 
the period of the heaviest motor traffic, will be conducted under 
the direct supervision of the Committee on Prevention of Highway 
Crossing Accidents of the American Railway Association, which 
hopes to bring about a marked decrease in the number of highway 
crossing accidents during the present year. 

Due to the efforts of the railroads and outside organization, 
the number of persons who lost their lives at grade crossing acci- 
dents during 1924 was 2,149, a reduction of five per cent compared 
with the preceding year. 

Reports for the first two months this year, the latest available, 
show that there have been 258 fatalities from such a cause, a 
reduction of 79 compared with the corresponding period last year 
while persons injured during January and February, 1925, totaled 
809 compared with 1,050 during the same period in 1924. This 
represents a decrease of nearly twenty-five per cent compared 
with 1924, in the number of casualties due to grade crossing 
accidents. 

For the first two months this year, accidents at highway 
grade crossings numbered 702 compared with 806 for the same 
period last year. This was a decrease of thirteen per cent for this 
year in the face of an increase of approximately seventeen per 
cent in the number of motor vehicles in use. 





FRUIT AND VEGETABLE SHIPMENTS 


Carlot shipments of leading lines of fruits and vegetables 
totaled 13,075 cars the week ended May 30, as compared with 
13,036 cars (revised) the preceding week, according to the Bureau 
of Agricultural Economics. of the Department of Agriculture. 
For the corresponding period last year the shipments totaled 
16,955 cars. Total shipments to May 30 this season amounted to 
559,490 cars, as compared with 578,695 cars for the correspond- 
ing period of last season. 

Shipments the week ended May 30 were as follows: Apples, 
233 cars; asparagus, 49 cars; cabbage, 480 cars; cantaloupes, 
986 cars; cauliflower, 3 cars; celery, 172 cars; cherries, 173 
cars; cucumbers, 490 cars; eggplant, 28 cars; grapefruit, 243 
cars; lemons, 449 cars; lettuce, 264 cars; mixed citrus fruits, 
63 cars; mixed deciduous fruits, 11 cars; mixed vegetables, 699 
cars; onions, 191 cars; oranges, 941 cars; peaches, 277 cars; 
peppers, 73 cars; plums and prunes, 38 cars; strawberries, 1,065 
cars; string beans, 128 cars; sweet potatoes, 21 cars; tomatoes, 
1,318 cars; watermelons, 386 cars; potatoes (1925 crop), 2,479 
cars; potatoes (1924 crop), 1,815 cars. 


RAILWAY MAIL PAY 


Postmaster-General New, by Joseph Stewart, special assist- 
ant to the Attorney-General, in an answer to the petition of the 
railroads for re-examination of the rates for the transportation of 
mail, denies the claim made .by petitioners that the rates now 
being received by them are unduly low and fail to provide fair 
and reasonable compensation for the services performed. 

“Respondent represents that the cost to the petitioners of 
transporting the United States mails and performing the serv- 
ices connected therewith has so materially decreased that the 
present rates fixed by the Commission are not fair and reason- 
able rates, but instead are unduly high and should be decreased 
by the order of the Commission and asks a _ re-examination 
of the facts and circumstances connected with such transporta- 
tion of the mails and services connected therewith, as intended 
and provided for by the act of July 28, 1916, 39 Stat. 412, and to 
this end tenders the department’s full co-operation with the peti- 
tioners,” the Postmaster-General says, 

The respondent further opposes a weighing of the mails, as 
requested by the petitioners, alleging that the weight of the 
mails carried in the units authorized under the space basis 
system is immaterial and that a weighing of the mails for a 
period of 35 days would involve an expenditure of approximately 
$750,000 on the part of the Post Office Department. Such ex- 
penditure has not been provided for by the estimates and ap- 


propriations and would be a needless waste of public funds, re- 
spondent says. 


RATES ON STAVES 


A question of tariff interpretation was raised in the hearing 
of docket 16691, the J. D. Hollingshead Company against the 
Jonesborough, Lake City & Eastern et al., before Examiner E. J. 
Smith, at Chicago, June 4. 

The shipment of seven carloads of staves from Blythesville, 
Ark., to Gulfport, Miss., was involved, the seven cars being 
shipped in October and November, 1921, and being originally 
destined to Jackson, Miss., and reconsigned en route. These 
facts were testified to by L. Hollingshead, who also said that the 
two rates involved were those of 25% cents and 32% cents, the 
former being the proper one in the eyes of the complainant. 

J. A. Ronan, representing the complainant, brought out the 
point that the routing had been specified on the bills of lading 


TRAFFIC WORLD 





Vol. XXXV, No. 23 


and freight bills, but had not been followed by the roads. He 
then entered testimony with regard to tariffs involved, giving 
an interpretation tending to show that 25144 cents was the proper 
rate. 

A. J. Lieber, testifying for all defendant lines, said there 
was a contract between the Creamery Package Manufacturing 
Company and the J. L. C. & E., whereby the carrier was to get 
the benefit of a road haul on products of the manufacturer and, 
since the staves involved were originally made by the Creamery 
Package Manufacturing Company, it was his view that the road 
was entitled to some benefit. He also gave an interpretation of 
the tariff, tending to show that the rate should have been, on 
the Memphis combination, 32% cents, 


EXTENSIONS OF LINES 


The Jefferson & Northwestern Railway Company has applied 
for authority to extend its line of railroad from Marietta to Na. 
ples, Texas, embracing approximately 9 miles of main line. By 
the proposed extension the people along applicant’s line will be 
accorded improved opportunities of forwarding and receiving 
traffic to and from points on other lines, including the large mar. 
kets reached and served by the St. Louis-Southwestern with 
which the extension will connect at Naples, according to the ap- 
plication. 

The Chicago & North Western has applied for authority 
to construct a branch line from Wakefield, Mich., to a roint 
near Thomaston, Mich., embracing approximately four miles 
of main track. The applicant said the extension would furnish 
transportation facilities for a large tract of land, comprising 
approximately five government townships and estimated to con- 
tain one billion feet of timber. 

The South Georgia Railway Company has applied for au- 
thority to construct an extension of its line of railroad from 
Perry to Deadman’s Bay, Fla., a distance of approximately 35 
miles. The applicant said the extension would pass through a 
thickly wooded pine forest and would develop a new country. 

The Bangor & Aroostook Railroad Company has applied to 
the Commission for authority to construct two extensions of 
its lines in Searsport, Maine, and to abandon a portion of its 


line of railroad, including wharf and pier facilities, in Stockton 
Springs, Maine. 


ACQUISITION OF LINES 


The Southern Pacific Company and the Lake Tahoe Railway 
and Transportation Company have applied to the Commission 
for an order authorizing the former to acquire control by lease 
of the property of the latter extending from Truckee to Tahoe 
City, Calif., a distance of approximately 16 miles. The Southern 
Pacific will convert the line to standard guage and operate it as 
a part of its system. 

The Seaboard Air Line has applied to the Commission for 
authority to acquire control of the Tavares & Gulf Railroad 
Company, by purchase of stock. The main line extends from 
Ellsworth Junction to Ocoee, Fla., a distance of 28 miles, and a 
branch line extends from Waits Junction to Clermont, Fla., a 
distance of about 6 miles. The service of the line would be 
improved if afforded trunk line support, the Seaboard said, and 
that its natural and economic alignment was with the Seaboard. 

The Jacksonville & Havana Railroad Company has applied 
to the Commission for authority to acquire by purchase that part 
of the old Chicago, Peoria & St. Louis line known as the Jack- 
sonville branch, extending from Jacksonville, through the coun- 
ties of Morgan, Cass, and Mason, to Havana, all in Illinois, a 
distance of approximately 41 miles. The applicant said it was 
at present organized with a capital stock of 1,000 shares of com- 
mon capital stock, each of the par value of $5. It said it pro- 
posed, with the consent of the Commission, to issue and sell 
$300,000 of first mortgage 6 per cent bonds and issue and sell 
3,000 shares of 6 per cent preferred capital stock, each of the 
par value of $100, and 4,000 additional shares of its common 
capital stock, each of the par value of $5. 


AUTHORITY TO OPERATE LINES 


The Carolina Western has been authorized to operate a line 
of railroad in Berkeley county, South Carolina, extending from 
a connection with the Atlantic Coast Line at St. Stephens to 
Halls, a distance of approximately six miles. 

The Detroit, Caro & Sandusky Railway Company has ap- 
plied to the Commission for authority to acquire and operate 
a line of railroad extending from Caro, in Tuscola county, Mich. 
through the counties of Tuscola and Sanilac, to Roseburg, Mich., 
being a portion of a line of railroad which the Commission av- 
thorized the receiver of the Detroit, Bay City & Western to 
abandon. The line to be acquired has approximately 50 miles 
of main track. 


BRANCH LINE PROPOSED 


The Chicago & North Western has applied to the Commis- 
sion for authority to construct a branch line extension of its 
railroad, 3.56 miles in length, near Gogebic in Gogebic county, 
Mich. The extension will afford transportation facilities to 4 
large area in which logging operations will be undertaken. 
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INTERNATIONAL 


TRUCKS 
ad 










a 
ax, 
Popular with the Railroad 
These Railroads Own o i alee“ senne. haves won the orien 
ence of the great railway systems of the country. Accus- 
ee — tomed as they are to buying their hauling units on a cold 
dollars-and-cents basis, requiring operating economy, long 
Chicago, Burlington & Quincy life, and service, they rely on Internationals. 
eet Re. amon og Fete ” Some of the International-equipped railroads are listed at 
Pennsylvania System the left. Leading express companies working close to the 
New York Central Lines railroads —American Railway Express, Canadian National 
Minneapolis, St. Paul & S. Ste. Express, Dominion Express, etc.—use International Trucks. 
iu. Pacific So, also, do hundreds of nationally-known fleet owners. 
Illinois Central L herein line cram we a os Bn Truck and 
i i - rucks ranging from 3000 to 10, : : 2 
— awl inuedinan ees Cention ar herent McCormick “Deering 
° > Industrial Tractors, are sold and serviced through 111 Company- 
Baltimore & Ohio owned branch houses in the United States. Send all inquiries 
Norfolk & Western regarding International automotive equipment to this address: 
St. Louis, Southwestern 
Union Pacific INTERNATIONAL HARVESTER COMPANY 
' 606 So. Michigan Ave. yeaa marry Chicago, Ill. 
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McCormick- Deering Industrial Tractors International Motor Coaches 


Ample power for varied requirements in industrial, municipal, Six-Cylinder Coaches, built for passenger transportation from 

and commercial work, road building and maintenance, etc. basic design to de luxe appointments. The equal of any on 

Four-cylinder enclosed engine, three forward speeds, special the market, considered from every standpoint — mechanics, 
equipment to suit the job. beauty, comfort, safety, utility and economy. 











Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any va question relating to the law* 
of interstate transportation of freight. traffic man ot long experience 
and wde knowledge will answer questions relating to practical traffic 
traffic man but to 


roblems. We do not desire to take the place of 
ide him in his work. . ; 
The right is reserved to refuse to answer in this department any 


question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


Address Quest'ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Routing—Shipper’s Routing Must Be Observed—lIf He Specifies 
Routing Purporting to Be Complete Yet in Fact Is Not Com- 
plete, Carrier Is Bound to Supply Deficiency 
New Jersey.—Question: On February 12, 1925, we made a 

carload shipment of elevator guides from Jersey City to Spring- 

field, Mass. Shipment routed by us as follows: C. N. J.—60th 

St.-N. Y. C.-B. & A. to Brightwood siding. 

There being no Brightwood siding on the B. & A., shipment 
was switched to the B. & M., on which this siding is located, 
and they billed us for the extra freight charges between the 
B. & A. and the B. & M. at Springfield, Mass. 

Please advise whether we have any grounds for a claim, as 
this bill of lading contained a route which was impossible of 
execution, the initial carrier failing to advise us of this fact. 

Answer: The fact that Brightwood, Mass. (we do not lo- 
cate a station called “Brightwood Siding’), is not located on the 
tracks of the B. & A., as you supposed, shows ‘a mistake as much 
on your part as on the carriers’. You directed the carrier to 
transport to Brightwood. You thought you had specified com- 
plete routing, but you had not. To reach Brightwood it was 
necessary to supplement your routing instructions by the addi- 
tional haul over the B. & M. Why you routed in connection 
with the B,. & A. the originating agent had no business to in- 
quire, for under the law your right to specify all or a portion 
of the routing is absolute. 

That when the shipper’s routing is incomplete it is the duty 
of the carrier to select the remainder of the route is so well 
established as to need no citation of cases. If the carriers for- 
warded shipment to Brightwood via the cheapest route consistent 
with your instructions you have not been damaged, in our opin- 
ion. You are charged with knowing upon what road a station 
is located where it is published in the station list. “The snipper 
is charged with a knowledge of the rates, rules and regulations 
under which he ships, and a non-compliance therewith furnishes 
no grounds for the carrier to waive the tariff provisions.” Ma- 
lony Tank Co. vs. St. L. & S. F., 42 I. C. C. 605. 

We do not consider this case as coming under Conference 
Ruling 474-C. ; 
Misrouting; Conflict Between Rate and Route Not a Violation of 

Principle Underlying Conference Ruling 474-C When Receiv- 

ing Carrier Not Party to the Rate Named 

Texas.—Question: Shipment moves from A to B via route 
over which 16%4-cent rate does not apply, and which rate is not 
applicable over any route of the receiving carrier, and shipment 
rated at 20% cents, which is lawful rate via route shipment 
moved. Rate of 16% cents is applicable over route of a rival 
line from A to B. Billing agent executed bill of lading carrying 
rate of 16% cents and route over which rate is not applicable. 

Please advise if 20%4-cent rate can be collected from con- 
signee or if billing carrier is guilty of misroute. We are unable 
to determine from Conference Rule 474 and Decision No. 3919, 
McLean Lumber Company vs. the L. & N. Ry. Co. et al., which 
was decided by the “Interstate Commerce Commission on Feb- 
ruary 5, 1912. There is apparently a conflict between these two 
decisions. 

Answer: Attention is directed to the following excerpt from 
the Commission’s report in the McLean Lumber Company case, 
22 I. C. C. 349, wherein the Commission differentiates between 
the kind of situation such as you describe, on the one hand, and 
the principle covered by Conference Ruling 474-C (superseding 
214 (i)): 


The Commission has ruled that where a shipper, having written 
specific routing instructions in the bill of lading, also inserts a rate 
which he expects to have applied, and the rate so entered in the bill 
of lading does not apply via the route specified, but is lawfully ap- 
plicable via another route, it is the duty of the carrier to send the 
shipment via the route over which such rate applies unless a lower 
rate is applicable via the route specified by shipper. Conference 
Ruling Bulletin No. 5, Rule 214 (i). At the hearing the complainant 
sought to invoke the application of this rule to the circumstances of 
this case. This rule has reference to a situation in which the initial 
carrier has a discretion or control in the matter of routing; that is, to 
a situation where it is possible for it to forward the shipment over 
a route via which the rate entered in the bill of lading is lawfully 
applicable though not applicable over the route specifically indicated 
by the shipper. The rule does not contemplate that the initial carrier 
to whom a shipment has been delivered shall be required to ascertain 
if a competing line can carry the shipment at a less rate, and in that 
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event turn it over to such line. The route over which the shipments jn 
this case might have been forwarded was a direct one from North 
Birmingham and complainant might ave availed itself of the lower 
rate by delivering the shipments to the proper carrier at point of 
origin. Having delivered them to the Louisville & Nashville, the 
latter road was under no obligation to deliver them to its competitor, 


and consequently is not chargeable with misrouting as contemplated 
in the Commission’s rule. 


The essential difference seems to lie in the fact that in the 
Conference Ruling 474-C cases it is within the power of the re. 
ceiving carrier to forward shipment via a route over which the 
specified rate applies, whereas in the McLean cases, the carrier 
would have to either observe the route or reject the shipment 
and has no duty to reject a shipment in favor of a competitor. 
Routing and Misrouting—Parol Evidence Not Admissible to Vary 

— of Bill of Lading with Respect to Routing Instruc. 

ions 

Michigan.—Question: In May, 1924, shipper delivered a less. 
carload shipment of potatoes to the “X” Railroad at “A,” re. 
questing agent to bill them to “B” located on the “Z” Railroad. 
The agent asked the shipper if he wanted them routed via Chi- 
cago or across lake, the latter taking a much lower rate, and 
he was instructed by the shipper to route them the cheapest 
route. Agent, however, routed them via Chicago and although 
he showed the routing on the bill of lading and shipper signed 
it, he did not notice the routing. When the agent billed them 
he also routed them via Chicago, again forgetting the fact that 
he was instructed to route them the cheapest route, and made 
a charge of $9.31 higher than would have been assessed via 
across lake, and claim was filed for this amount. During the 
investigation the agent admitted that he was instructed to route 
shipment across lake and the routing was an error on his part. 
However, carriers contend that they are entitled to the charges 
as assessed and for the service performed. Can you cite any 
ruling covering this, and are carriers right in their contention, or 


are we entitled to a refund inasmuch as carrier’s representative 
acknowledged his error? 


Answer: A bill of lading delivered by the carrier to the 
shipper and accepted by the latter is presumed to constitute 
the contract of carriage, and this is so whether or not he signed 
the instrument, and although he did not read it, The shipper 
receiving the bill of lading is conclusively presumed to have 
read it and to have acquiesced in its terms in the absence of 
fraud or imposition. 10 Corpus Juris, sec. 252. Parol evidence 
is, of course, admissible to show that the contract was fraudu- 
lently obtained, but this does not vary the terms of the con- 
tract, but rather shows that no such contract was lawfully made. 
In St. Louis R. Co. vs. Ladd, 124 Pac. 461; Johnstone vs. Rich- 
mond R. R. Co., 17 S. E. 512, and various others, the courts 
emphasize the rule as follows: 


If a shipper executes a bill of lading, he cannot avoid its effect 
by showing that he executed it hurriedly or without due care, or 
that he was ignorant of its contents. Also, it would tend to disturb 
the force of all contracts if one after enjoying any benefits from the 


contract were allowed to repudiate it upon the ground that its terms 
were not brought to his attention. 


Regardless of whatever effect an admission by the carrier 
of the error might have, it is apparent that if sued or brought 
before the Commission it would simply deny making any error 
or stand upon your signed bill of lading contract. You could 
not then introduce extrinsic evidence to show that you had in- 
structed the agent differently. Concerning routing instructions 
when omitted from the bill of lading altogether, the courts held 
that there was an implied agreement that the carrier should 
select the route and that such agreement could not be overcome 
by parol evidence. See Shofton Co. vs. St. L. R. Co., 174 Ill. 
A-121; Snow vs. Indian R. Co., 9 N. E. 702; White vs. Ashton, 
51 N. Y. 280. In view of these cases it is difficult to see how 
you could be permitted to show a different agreement where you 
have signed express routing directions. 


In Unreported Opinion No. 2224, American Column & Lum- 
ber Co. vs. C. & O. Ry., the C. & O. Railway agent inserted rout- 
ing in the bill of lading, which took a higher rate than that ap- 
plicable over a different available route. The shipper contended 
that he did not authorize any such routing instructions, The 
Commission stated that the acceptance and signing of the bill 


of lading was tantamount to routing instructions given by the 
shipper. 


Limitations—Time in Which to File Complaint with the Com- 
mission for (a) Straight Overcharge, and (b) Reparation, 
Under Amended Paragraph 3 of Section 16 


Wisconsin.—Question: There is a question as to the proper 
rate applicable in connection with carload movement of freight, 
the tariffs providing for a commodity rate when material is 
shipped in boxes or barrels. The material was forwarded in 
paper bags. The tariff is subject to Western Classification, 
which authorizes paper bag containers for this commodity in 
the Consolidated Classification for all territories. The carriers 
have assessed charges based upon the class rate, as the com- 
modity rate did not specify paper bag containers. 

We are about to file complaint with the Commission and 
question whether our action can be based for recovery of over: 
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charges subject to subdivision “C” of paragraph 3, section 16, of 
the interstate commerce act, and therefore subject to three-year 
period of limitation, or will our complaint be considered one 
for recovery of damages not based on overcharges and subject 
to the two-year period of limitation as provided in subdivision 
“ar 

Will you also advise whether the three-year statute of*lim- 
itation, as provided in S-2704, applies on overcharge claims which 
accrue prior to the passage of that act; that is, on overcharge 
claims which accrued prior to June 7, 1924? 

Answer: It depends upon your cause of action altogether; 
that is, whether your claim is for straight overcharge, or for 
reparation, as to which clause of paragraph (3), section 16, of 
the interstate commerce act, will apply. 

If the amount collected by the carrier is in excess of the 
tariff rate, the carrier has violated section 6 of the act, which 
provides that the carrier shall not demand, collect, nor receive 
any more than that shown in its duly published schedules. Such 
a violation results in an overcharge. 

Section (g), paragraph 3, as amended June 7, 1924, under 
Bill S-2704, defines ‘‘overcharge” as follows: 

The term “overcharges” as used in this section shall be deemed 


to mean charges for transportation services in excess of those ap- 
plicable thereto under the tariff lawfully on file with the Commission. 


Section (c), paragraph 3, fixes the time for filing complaints 
at three years from the time the cause of action accrues, except 
that if you filed your “overcharge” claim with the carrier within 
three years (even before the passage of this amendment) such 


~ time will be extended six months from the time the carrier 


serves written notice of its disallowance of the claim. 

If, therefore, the carrier has misapplied its tariffs and col- 
lected more than the rate actually published and in effect and, 
therefore, applicable to your shipments, you are entitled to file 
within the three-year period as above outlined, or to an exten- 
sion of six months from the carrier’s declination, if already filed. 
That this rule applies retroactively to shipments moving before 
June 7, 1924, is provided in section (h), paragraph 3. 

If the carrier has collected its applicable tariff rate, but 
you feel that such rate is unreasonable in and of itself, and wish 
to recover the difference between the class and the commodity 
rate, you will have to make complaint within the two-year period, 
alleging violation of section 1 of the act, and proving that the 
rate is too much for the service performed and ask the Com- 
mission to award reparation. 

Under the facts submitted, if the commodity rate is limited 
to shipments in boxes or barrels, the fact that the classification 
also rates the material in paper sacks does not establish ‘“over- 
charge.” If the commodity tariff is governed by the Consoli- 
dated Classification, however, it is quite possible that rule 5, 
section 3, thereof, will apply, which may show a straight over- 
charge. 

Limitations—Time in Which to File Claims for Refund of De- 
murrage Charges Under the Bunching Rule 

California—Question: Rule 8, section B, of the National 
Car Demurrage Rules, covering bunching, contains a provision 
restricting allowance for bunching of cars by carrier unless 
claim is presented to the railroad agent within thirty days after 
the date on which demurrage bill is rendered. It often occurs 
the necessary data to support bunching claims cannot be ob- 
tained within the period of the prescribed time, and especially 
is this so when the bunching extends over a thirty-day period 
after the presentation of the first demurrage bill; also because 
of the further fact that the extent to which cars are bunched 
cannot be determined, as a general rule, until there is a “clean 
up” or all cars have arrived at destination, It appears the 
thirty-day clause is altogether unreasonable, because if bunch- 
ing has occurred the overcharge exists as much so after thirty 
days as before, and there should be no limit for filing over- 
charge claims short of the time fixed by the transportation act 
of 1920, as amended. If such claims are not to be considered 
overcharge claims, then it would appear the restriction is a vio- 
lation of the Cummins amendment. Will you kindly advise if 
the carriers are within their legal rights by prohibiting the al- 
lowance only to shippers who file such claims within the thirty- 
day period? : 

Answer: Practically all arguments which you submit in 
support of your contention that the thirty-day period is unrea- 
sonably short, were advanced by the complainant in Carnation 
Milk Products Company vs. Director-General, and Great North- 
ern Ry., 66 I. C. C. 553, in which he attacked the fifteen-day 
period then available for filing claims for refund under the 
bunching rules. He cited the six-months clause for loss and dam- 
age, and the situation with respect to overcharge claims. The 
Commission, stating that all that was necessary to support a 
claim for bunching was to supply the carrier’s agent with the 
date and point of shipment of each car, held that the fifteen-day 

period was not unreasonable and refused to direct refund or 
award reparation. 

In view of the above decision it is our view that the carriers 
are not only within their legal rights in observing the rule as 


published in their tariff, but the Commission would hardly con- © 


demn it as being unreasonable. If you have a congestion of 
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cars, there is always the possibility of some of them having been 

bunched, and it is well to guard against the limitation by gather. 

ing your data promptly. It is not necessary to wait thirty days 

before you can determine whether bunching is occurring. 

Carrier Does Not Undertake to Meet Any Particular Market 
Unless Given Special Notice. 

New York,—Question: On April 12, 1924, car containing 
vegetables, originating at a station within Texas common point 
territory being routed I. G. N.-T. P.-M. P.-St. Louis, arriving at 
that point 3:30 a. m. on April 16, 1924. Car was delivered by 
the M. P. to Wiggins Ferry at 11:25 a. m. April 16, for them 
to deliver to their connection, namely, the Big Four. The first 
available through train from East St. Louis on the Big Four is 
at 6:05 p. m. This car was held over until the following day, 
April 17, to move from that point in their train leaving at 6:05 
p. m., and which did not arrive at destination until April 20 in 
the afternoon, twenty-four hours late. Delay being with the de. 
livering carrier, who received same from the M. P. to deliver to 
the Big Four, namely, Wiggins Ferry. 

Had car arrived in time for the Saturday morning’s market, 
April 19, we would have disposed of the entire shipment, conse- 
quently arriving twenty-four hours late, there was a big loss ac- 
count of damage through fluctuation of market. 

Answer: The carrier’s duty is to transport with only rea- 
sonable dispatch, in the absence of an undertaking on its part 
to meet a certain delivering date. To show that it undertook 
to make delivery by a certain date and to hold it responsible in 
damages because of its failure to make delivery as of that date, 
it is necessary to show that it had special notice of what might 
very likely result if it did not live up to its undertaking. The 
law is so well established on these two points that citations are 
unnecessary. 

The mere fact that the shipment was delayed in transit and 
loss through a fluctuating market ensued, does not make a case 
against the carrier. It must appear that there was either a 
special agreement to reach destination on or before the date 
“2 = or that the shipment was unreasonably delayed in 

ransit. 

On the face of it, it looks as if the car should have moved 
out of East St. Louis at 6 p. m. of the day it reached St. Louis, 
but the carriers do not guarantee such service, merely being 
obligated under the law to do the reasonable thing. The com- 
modity, being perishable, should move promptly in order to give 
it reasonable dispatch. In Johnson vs. New York R. Co,, 111 
Me, 263, 88 A. 988, the court held that it is the duty of the 
carrier to forward perishable freight by its earliest scheduled 
opportunity or by the earliest train it makes up in the course 
of its business, but the general rule (10 Corpus Juris 407) shows 
that there is no absolute duty in every case to ship by the first 
train. Acts of God and other causes may excuse the carriers 
from doing so. 

In Dixon vs. Chicago, etc., R. Co., 21 N. W. 17, and McGraw 
vs. Baltimore, etc., R. Co., 41 A. M. R. 696, the courts held that 
while perishables should generally be given preference, there 
are many circumstances which would excuse the carrier if they 
should arise, such as obligations to other shippers, etc 

It resolves itself into what is reasonable and it rests with 
a jury to determine upon the evidence concerning the usual 
schedule and the defense for failure to make it which the 

carrier might make, Since you do not state what excuse the 
carrier offers for the twenty-four-hour delay (assuming that this 
was more than the ordinary schedule), we cannot express an 
opinion as to whether such excuse is meritorious. 
Claims—Settlement of, Between Carriers, Seller, Buyer and Con- 


signee on Shipments Sold C. I. & F. Foreign Port Delivery 


California.—Question: This matter has reference to a ship- 
ment of steel on a contract basis of C. I. F. Price at foreign 
port in payment by letter of credit against properly indorsed 
through ocean bill of lading. 

Buyer in San Francisco paid invoice amount through the 
bank as usual. Steamship company issued clean bill of lading. 
Shipment was delivered to foreign port and found short a num- 
ber of bundles of steel. 

Consignee claimed against the steamship company; after 
investigation shortage is placed with the raiiroad company at 
New York; thereafter, buyers claim on the seller, 

Seller advised buyer that steamship company is not respon- 
sible for shortage, as indicated in rule 9 on the steamship’s bill 
of lading: 

In the event of claim for short delivery of, or damage to, cargo 
being made, the carrier shall not be liable for more than the net in- 
voice price plus freight and insurance less all charges saved and any 


loss or damage for which the carrier may be liable shall be adjusted 
pro rata on the said basis. 


This claim was later settled with the steamship company 
by the railroad having an auction sale and receiving $3,000 
for the sold goods—however, there is still a balance of $2,000, 
which amount is being claimed for between the buyer and 
seller. Is the seller responsible for this $2,000, since this was 4 
C. I. F. contract shipment? 

Answer: It has been held in New York, Pennsylvania and 
some other jurisdictions that under contracts of sale of this 
type, title to the goods passes to the buyer upon transfer of 
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documents, even though it be stated in the contract that de- 
livery is to be made at destination. See Smith Co. (Ltd.) vs. 
Moschaldes (193 A. D. 126), and cases cited therin. 

Following the above view, when the San Francisco buyer 
paid the draft and lifted the shipping papers, he became vested 
with ownership of the goods, wherever they might then be lo- 
cated, and he had the right to claim their possession or payment 
therefor. In our opinion the bailment of the goods from seller 
to carrier was transferred to buyer-to-carrier upon passage of 
the title, and the shipper being paid for the goods in accordance 
with the contract, was no longer interested, 

If the railroad company lost a portion of the goods it was 
responsible to the buyer-owner. From the facts submitted it 
would seem that the foreign consignee was not interested until 
the consignment reached destination, at which time, title moved 
from the buyer in San Francisco to the foreign consignee, as- 
suming the buyer quoted on the same basis as did the seller, 
i. e., C. I. F., foreign port delivery. 

Since there was a separate contract of affreightment with 
the steamship company and it never received the pieces which 
were short, the buyer had never appropriated them to his con- 
tract with the consignee. The latter, in our opinion, had no 
claim against the steamship company, and the steamship com- 
pany none against the railroad company. The consignee should 
claim against the buyer, the buyer against the railroad com- 
pany for the full amount, and not against the seller, and the 
railroad look for reimbursement to the parties with whom it 
has erroneously settled. The buyer was the owner and to him 
the railroad was responsible. 

Liability of Carrier for Damage to Perishable Goods Moving in 
Box Cars with Insufficient Ventilation 

Florida.—Question: Kindly advise liability of common car- 
riers for failure to furnish proper equipment for commodity 
tendered. 

We have claim on several carloads potatoes which originated 
along the Eastern Shore of Virginia and moved to us in steel 
roof box cars, without end vents, and doors cleated open. The 
shipments moved during the summer months last year, when 
the weather was intensely hot. 

Our contention is that the equipment furnished did not 
afford proper ventilation, account no end vents, for potatoes 
moving into the southern territory during this season of the 
year. 


Carriers have declined claim, stating that the equipment 
furnished was the best available at that time, also stated that 
the shipper did not request ventilated cars, and when cars were 
ordered, no destination was furnished. 


Answer: Most carriers publish rules and conditions under 
which equipment for perishables shall be ordered, compelling 
the shipper to say whether he wishes refrigerator or ordinary 
box car service, ventilation or refrigeration, etc.; when the ship- 
per has made his election he must stand by it and the carrier 
will not be liable for damage flowing from this election unless 
it is negligent in some respect. 


The carrier, must, however, furnish equipment suitable for 
the service it holds itself out to render. If in its tariff it offers 
you a ventilation service, it must furnish cars which can be 
reasonably ventilated unless there is a distinct understanding 
that the shipper will assume the risk of an unsuitable car in 
order to ship when he desires, rather than wait until the carrier 
can furnish proper cars. The carrier cannot relieve itself of 
the duty to furnish suitable cars for the commodity tendered 
and the kind of service specified, in the absence of an agree- 
ment such as is above indicated. This rule is fairly well set- 
tled. Where there is tariff authority for “ventilation” service, 
the carrier must furnish it, if called upon, and furnishing equip- 
ment which cannot be sufficiently ventilated will not comply 
with its tariff. See Brenninson vs. P. R. Co., 110 N. W. 362; 
Poe Fruit & Produce Co. vs. N. P., 186 Pac. 852; Clements vs. 
D. & R. G., 219 S. W. 660; Barnes Co. vs. N. A., 173 N. W. 943. 


If the circumstances under which the cars were ordered and 
accepted were as set out in your question, and if the originating 
carrier’s tariff provided (as most of them now provide) that 
the shipper must give directions as to the kind of service de- 
sired, the carrier in furnishing a car with doors cleated open 
and receiving the potatoes in such car has impliedly undertaken 
to furnish ventilation service, in our opinion, and is liable for 
failure to make it reasonably adequate. This should be qualified, 
however, to the extent of stating that if the shipper had knowl- 
edge of the fact that steel roof box cars could not be suffi- 
ciently ventilated, and thus accepted such equipment, he would 
be so negligent of his own interests that the responsibility could 
not be shifted to the carrier, according to Ginsberg & Sons vs. 
Wabash, 189 N. W. 1018; Schreiber Milling & Grain Co. vs. 
C. G. W., 246 S. W. 647. 


Reconsignment-——Changing Destination More Than Once 

Michigan.—Question: We would like your opinion relative 
to the provision in the C. F. A. Railway’s Reconsigning Tariffs 
which specifies that when a shipment is reconsigned in transit 
more than once the rate to be applied shall be that from the first 
reconsigning point. 

The case we have in mind is as follows: 
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A car of lumber was shipped from “A” to “B” and at that 
point diverted to “C” with stop off to partly unload at “D.” “cq” 
and “D” are on a direct line and take the same rate from point 
“A.” When the car arrived at the stop-off point, “D,” the cus. 
tomer took all of the lumber, which made it unnecessary to send 
the car on to “C” and he advised the railroad agent accord. 
ingly. Using the provision in the Reconsigning Tariff referreg 
to above, the railroad company assessed the local rate from “A” 
to “B” and from “B” to “D” plus the diversion charge of $6.30. 

It is our contention that the through rate from “A” to “p” 
should be applied in this instance. 

Answer: We believe you have reference to the rule of 
which rule 5-(c) of Michigan Central I. C. C. 5601 is fairly 
representative, which is as follows: 


If a car is stopped short of billed destination after it has had one 
diversion or reconsignment under these rules, charges will be made 
on basis of the tariff rates to and from the point at which the first 
diversion or reconsignment was accomplished, plus $6.30 per car in 


addition to the other diversion or reconsignment charges previously 
accrued. 


As to your shipment, it was stopped short of billed destina- 
tion and after it had been reconsigned once, and that seems to 
be all that is required to bring it under the above quoted rule. 
Had shipment proceeded to “D,” the billed destination, you could 
have the through rate protected with the one reconsignment. 
There would then have been but one change in destination, 
whereas your shipment had two such changes. Rule 5 is spe- 
cifically directed against and designed to discourage more than 
one change in destination. 


CLEVELAND TERMINAL STATION 


In a supplemental application in connection with the financing 
of the construction of the Cleveland union passenger terminal, 
the Cleveland Union Terminals Company, the New York Central, 
the Cleveland, Cincinnati, Chicago & St. Louis and the New 
York, Chicago & St. Louis have asked the Commission for an 
order authorizing the Cleveland Union Terminals Company to 
issue, and the other applicants to guarantee, $15,000,000 of first 
mortgage 5 per cent 50-year sinking fund gold bonds. The ap- 
plicants said the bonds would be sold at the best price obtain- 
able but at not less than a net price of 97 per cent of the par 
amount of the bonds. Negotiations for the sale of the bonds 
were now in progress with responsible bankers, the applicants 
said. The applicants have heretofore obtained orders authoriz- 
ing the issuance of a total of $27,000,000 of bonds in connection 
with the project. With the approval of the present application 
the applicants will have issued a total of $42,000,000 of bonds of 
a total proposed issue of $60,000,000 of bonds. 


ALABAMA ASKS EXEMPTION 


The Alabama commission has asked the Commission to set 
aside its orders in No. 9560, Meridian Traffic Bureau vs. South- 
ern Railway et al., and in I. and S. No. 1372, a case that grew 
out of the first mentioned, so as to get rid of “frozen” rates, on 
the ground that it has made orders, in its docket No. 4635, that 
establish intrastate rates in conformity with the federal com- 
mission’s orders in the cases mentioned. In its petition on the 
subject the Alabama commission represents that continuance of 
the orders of the federal hody imposes unnecessary work upon 
both it and the federal body and that the situation could be 
dealt with by simpler methods by the revocation of the federal 
orders, as has been done in other section 13 cases, undertaken 
to remove violations of the -third section and discrimination 
against interstate commerce, 

A suggestion is that the Commission deal with this situation 
as it did in its decision in No, 15598, Pensacola Chamber of 
Commerce vs. Louisville & Nashville, decided May 5, 1925. In 
that case the Commission found a discrimination against inter- 
state commerce. Instead, however, of issuing its order requir- 
ing removal of the discrimination, it held the case open for 
correction of the situation by the Alabama commission in con- 
formity with the views expressed in the report in that case. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal is estimated by the Geological, 


Survey at 8,445,000 net tons for the week ended May 23, an in- 
crease of 95,000 tons over the preceding week. Production of 
anthracite is estimated at 1,760,000 net tons, as against 1,998,000 
tons the preceding week. 

A slight increase in shipments to New England and a slight 
decline in other coastwise-shipments and in exports were the 
only changes of significance in the movement through Hampton 
Roads in the week of May 23. The total quantity dumped over 
the piers declined from 430,000 to 402,000 net tons. Cumulative 
dumpings for the year 1925 are 15.7 per cent ahead of 1924 and 
11.6 per cent ahead of 1923. 

Shipments of bituminous coal from lower lake ports declined 
during the week of May 24, but shipments of anthracite in- 
creased. The total quantity of anthracite forwarded was 124,527 
tons, of which 79,453 tons was shipped from Buffalo and 45,074 
from Erie. Bituminous shipment totaled 672,526 net tons, of 
which 47,490 were vessel fuel. 
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In the Inventory 


What are your trucks worth today? It depends consider- 
ably on how they are built and who built them. Hungry 
depreciation takes big yearly bites out of the value of ordi- 
nary trucks. 


But GMC is no ordinary truck! 


GMC stamina resists wear in no ordinary way. Over- 
strength materials and parts have been developed by GMC 
engineers and in the great Research Laboratories of 
General Motors. 


GMC design includes modern features which prolong truck 
life. Hard work is easy for GMC because of the now- 
famous GMC Two Range Transmission, oversize, saw 
steel, multiple disc clutch, oversize bearings, full pressure 
engine lubrication, and the like. A better truck simply 
cannot be built. 


And probably the best assurance of lasting value is the 
General Motors’ name behind these trucks—a name that 
means quality if a name ever did. 


In the inventory of your assets, and out on the job, GMC’s 
will make a better showing. Ask for the new booklet on 
motor truck operation and care. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
PONTIAC. MICHIGAN 
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General Motors Truck Co., 
Dept. 41, 
Pontiac, Mich. 


Send me the GMC booklet. 
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Digest of New Complaints 


No. 15741, Sup. No. 1. The Parkersburg Rig & Reel Co., Parkersburg, 
W. Va., vs. Union Pacific et al. 2 

Rates and charges in violation of sections 1 and 3 of the ‘act, 
on rig irons and oil well outfits and supplies from Parkersburg, 
W. Va., to points in Colorado, Wyoming and New Mexico. Asks 
cease and desist order, just, reasonable, non-prejudicial and non- 
preferential through rates and charges, and reparation. 

No. 16226. Sub No. 2 Lincoln (Neb.). Chamber of Commerce vs. 
Aberdeen & Rockfish et al. 

Unreasonable, prejudicial and preferential class and commodity 
rates for transportation of property between Lincoln, Neb., and 
points east of the Indiana-Illinois state line and north and south 
of the Ohio and Potomac Rivers. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 16605, Sub. No. 2. The Continental Roofing & Mfg. Co., Baltimore, 
Md., vs. Maryland & Pennsylvania et al. 

Rates in violation of the first three sections of the act, on 
crushed slate from Slate Hill, Pa., to Mobile, Ala. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. 16770, Sub. No. $.° Wm. H. Dagg Mercantile Co., Winslow, Ariz., 
vs. Santa Fe et al. 

Unreasonable rates on sugar from California points to Winslow, 
Ariz. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 16844, Sub. No. 2. New York Butchers Dressed Meat Co., et al., 
New York City, vs. A. C. & Y. et al. 

Unreasonable rates on live stock, fresh meat and packing house 
a mg between points in Colorado, South Dakota, Nebraska, 

nsas, Oklahoma, Texas, Missouri, Iowa, Minnesota, Wisconsin, 
Illinois, Indiana, Tennessee, Kentucky, Michigan and Ohio, on the 
one hand, and points in Pennsylvania, Virginia, West Virginia, 
New York, Marylarid, District of Columbia, Delaware, New Jersey, 
Connecticut, Rhode Isiand, Massachusetts, Vermont, New Hamp- 
shire and Maine, on the other hand. Asks cease and desist order, 
reasonable, just, nonpreferential and nonprejudicial rates or 
charges in accord with the Hoch-Smith resolution, and reparation. 

No. 16844, Sub. No. 3. Kimball & Colwell Co. et al., Providence, R. I., 
vs. B. & O. et al. 

Unreasonable rates on live stock from points in Illinois, Indiana, 
Ohio, Pennsylvania, Michigan, New York and Iowa to Providence, 
R. I. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 17047. Fentress Coal Co. et al., Nashville, Tenn., vs. Tennessee 
Central et al. 

Unreasonable and prejudicial rates on coal from Wilder and 
Davidson, Tenn., to Peoria, Ill., and diverted to points in Iowa. 
A cease and desist order, just and reasonable rates and repa- 
ration. 

No. 17048. Columbus Brick & Tile Co. et al., Columbus, Ga., vs. A. 
B. & A. et al. 

Rates in violation of the first three sections of the act on brick, 
tile and other clay products from Columbus, Ga., to points in 
a Asks cease and desist order, reasonable rates and repa- 
ration. 

No, 17049. United Paperboard Co., Inc., New York City, vs. Boston 
& Maine et al. 

Rates in violation of the first three sections of the act, on wood 
pulp from Boston, Mass., to Whippany, N. J. Asks cease and de- 
sist order, just and reasonable rates, and reparation. 

No. vo Traffic Bureau of Knoxville (Tenn.) et al. vs. Southern 
et al. 

Unreasonable rates, in violation of section 6 of the act, on lime 
from River Front Extension-Knoxville, Tenn., to Braithwaite, La. 
Asks for reparation. 

No. 17052. Toberman, Mackey & Co., St. Louis, Mo., vs. Carolina, 
Clinchfield & Ohio et al. 

Excessive, unreasonable and discriminatory charges on hay re- 
= at St. Paul. Va. Asks relief for the future and repa- 
ration. 

No. 17053. Simmons & Trawick Crate Co., Tallahasse, Fla., vs. Sea- 
board Air Line et al. 

Rates in violation of Sections 1, 2 and 3 of the act, on crate 
and box material from Tallahassee, Fla., to stations in Georgia, 
as compared with rates from Jacksonville, Fla., and Brewton, 
ais to the same destinations. Asks reasonable rates and repa- 
ration. 

No. 17054. Allaire, Woodward & Co., Peoria, Ill., vs. Santa Fe, et al. 

Rates and charges in violation of the first three sections of the 
act, on carload shipments of pyrethrum flowers from points in 
California, British Columbia and Washington to Peoria, Ill. Asks 
reparation. 

No. 17055. American Smelting & Refining Co. et al. Omaha, Neb., vs. 
Director-General as agent. 

Unreasonable rates and charges in violation of Section 6 of the 
—_ on bulk sawdust from Danbury, Wis., to Omaha. Asks repa- 
ration. 


No. ro The Norris Fertilizer Co., Rushville, Ind., vs. L. & N. 
et al. 


| Docket of the 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
Jations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 8—Chicago.—Examiner Koebel: 
14534—(and consolidated cases)—Rates, regulations and practices of 
Peoria & Pekin Union Railway Co. and connectoins at Peoria, IIl., 
and nearby points. (Further hearing). 
1. and S. No. 2395—Switching charges at Peoria, Ill. 
June 8—Chattanooga, Tenn.—Examiner Knowlton: 
1. and S. No. 2387—Ferro manganese, spiegeleisen and pig iron, 
South Atlantic and Gulf ports to southern points. 
June 8&—Washington, D. C.—Examiner Quimby: 
Val. Dkt. No. 224—In re tentative valuation of the property of 
Lake Champlain & Moriah R. R. Co. (Further hearing.) 
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Rates in violation of Section 1 on acid phosphate from Weg, 
Nashville, Tenn., to Rushville, Ind. Asks cease and desist order 
just and reasonable rates and reparation. i 

No. 17057. Gentile Bros. Co., Cincinnati, O., vs. Southern et al. 

Unreasonable and discriminatory rates on peaches from Har. 
riman, Tenn., to Pittsburgh, Pa. Asks cease and desist order, rea- 
sonable rates and reparation. 

No. agg The Globe Brick Co., East Liverpool, O., vs. Pennsy}- 
vania. 

Unreasonable rates, in violation of Sections 4 and 6 of the act, 
on brick and articles taking the same rates from points in Ohio 
and West Virginia to (Edgewater Siding) Verona, Pa. Asks 
cease and desist order, reasonable rates and reparaton. 

No. 17058, Sub. No. 1. West Penn Steel Co., Brackenridge, Pa., vs, 
same. 

Same complaint and prayer with respect to brick from points 

West Virginia and Ohio to Brackenridge, Pa. 

No. 17059. Bear State Oil Co., Rogers, Ark., vs. Santa Fe et al. 

Rates and charges in violation of sections 1, 2 and 4 of the act, 
on refined oils from points in Oklahoma to points on the Missouri 
& North Arkansas in Arkansas. Asks cease and desist order, just 
and raesonable rates, and reparation. : 

No. 17060. The Frohman Chemical Co., Sandusky, Ohio, vs. B. & 0. 
et al. Unreasonable charges on sand from Ottawa, Wedron and 
Utica, Ill, to Sandusky, Ohio. Asks cease and desist order, a 
rr il higher than $2 a net ton, and reparation in the sum of 
10,000. 

No. 17061. J. Nooney & Co., Inc., Jacksonville, Fla., vs. Pennsylvania 
et al. 

Charges in violation of the first three sections of the act, on 
fresh peaches from Quincy, Pa., to Jacksonville, Fla. Asks cease 
and desist order, just and reasonable rates, and reparation, 

No, 17062. Armour & Co., Chicago, Ill., vs. Director-General as agent. 

Rates and charges in violation of section 6 on eggs from Fre- 
mont, Neb., to Phoenix, Ariz. Asks reparation. 

No. 17063. Sam Karnowsky, Rensselaer, Ind., vs. C. B. & Q. et al. 

Unreasonable rates on scrap iron from Rensselaer and Fowler, 
Ind., to Kewanee, Ill. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 17063, Sub. No. 1. Same vs. C. I. & L. et al. 

Same complaint and prayer with respect to scrap iron from 
Rensselaer, Ind., to Gibson, Ind., via interstate route. 

No. 17064. Threefoot Brothers & Co., Meridian, Miss., vs. Gulf, Mobile 
& Northern, et al. 

Rates in violation of section 1 and 4 of the act on cotton from 
Philadelphia, Miss., to Columbus, Social Circle and Aragon, Ga. 
Asks reparation. 

No. 17065. Columbia Mills, Inc., New York City, vs. D. L. & W. 

Unreasonable charges in violation of sections 1 and 15 of the 
act. Asks cease and desist order and order requiring defendant 
to establish and apply in the future to the transportation of com- 

’ plainant’s property and that of the public handled by com- 
plainant through its instrumentalities at Minetto, N. Y., such 
terminal allowances for interplant switching and for loading and 
unloading freight on which less carload rates are assessed as the 
Commission may deem reasonable and just, and reparation in 
the sum of $20,000. 

No. 17066. Liberty Cooperage & Lumber Co., Ft. Wayne, Ind., vs. 
Louisville, Henderson & St. Louis et al. 

Unreasonable charges on old empty second-hand barrels from 
Owensboro, Ky., to Muscatine, Iowa. Asks reparation. 

No. 17067. The Griess-Pfleger Tanning Co., Chicago, Ill., vs. Chicago 
& North Western. 

Unreasonable, discriminatory and prejudicial rates, in violation 
of section 4, on green salted hides from Milwaukee, Wis., to 
Waukegan and Chicago, Ill. Asks cease and desist order, reason- 
able, non-discriminatory and non-prejudicial rates, and reparation. 

No, 17067, Sub. No. 1. Same vs. Same. 

Same complaint and prayer with respect to green salted hides 
from Milwaukee, Wis., to Waukegan, IIl. 

No. 17068. W. P. Brown & Sons Lumber Co., Louisville, Ky., vs. 
Alabama Great Southern et al. 

Charges in violation of sections 1 and 6 of the act, on lumber 
from various points in the south and southwest to destinations 
in the territory north of the Ohio River. Asks reperation. 

No. 17069. The Tanglefoot Co., Grand Rapids, Mich., vs. New York 
Central et al. 

Rates on sticky fly paper in violation of sections 1, 2 and 3 of 
the act, from rand Rapids, Mich., to interstate destinations 
because higher than rates on products of competitors. Asks 
cease and desist order, reasonable rates and reparation. 


TELEPHONE CONSOLIDATIONS 


The Commission has approved acquisition by the Southern 
Bell Telephone & Telegraph Company of the telephone prop- 
erties of Robert L. Horsman and others, doing business as the 
Lake Worth Telephone Company, in Lake Worth, Fla. The 
Southern Bell also has been authorized to acquire the property 
of Eugene Morrison and others, formerly owned and operated 
by the Iredell Telephone Company in North Carolina. 
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June 8&—Chicago, Ill._—Examiner Smith: 
16581—V. S. Barnes vs. C. & N. W. Ry. et al. 
16715 (and Sub. No. 1)—The National Silica Company et al. vs 
Wabash Ry. et al. 
June 8—Little Rock, Ark.—Examiner Ames: 
16461—Arkansas Jobbers & Mfgrs. Assn. vs. C. R. I. & P. Ry. et al. 


June 8&—Detroit, Mich.—Examiner McChord: 
15553—E. Crosby, M. D., vs. St. L.-S. F. Ry. et al. 
June 8—Washington, D. C.—Examiner Sweet: 
Finance No. 1—Excess income of the Duluth Missabe & Northern 
Railroad Co. (further hearing). 
June 8—Washington, D. C.—Examiner Marchand: 


Val, Dkt. No. 394—In re the tentative valuation of the erty of 
the Franklin & Abbeville Ry. Ca. = 
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THE CITY OF CYCLOPS FOR! 


THE TRAFFIC WORLD 


Ready to Serve You in 


Warehousing 


Distributing 


WAREHOUSING 


Your own Distributing Branch located here at Port Newark 
Terminal will afford every advantage obtainable in the East. 


Port Newark Terminal is located at 
the center of a circle which has 6 

Location ..........% million people within a radius of ten 
miles—17 million peop!e within one 
hundred miles. 


{ Newark enjoys the same freight as 
Freight Rate...... x New York, all lighterage charges 
| are eliminated. 


From your warehouse at Port Newark 
Terminal a motor truck will reach 
Manhattan in 30 minutes, Brooklyn 
Distributi Cost in one hour, Yonkers in two hours, 
istriputing Vosts .--) Bridgeport in four hours, Trenton in 
two and one-half hours, Philadelphia 
in five hours, Baltimore in ten hours, 
Boston in twelve hours. 


We have a booklet which tells in detail the services of ‘“The 
Three Giants.” It includes maps showing floor plans, wharfage 
and adjacent territory. We shall be pleased to mail you copy on 
receipt of attached coupon. 


Mr. C. MILBAUER, General Manager 
KENNA TERMINAL, PORT NEWARK TERMINAL 
Newark, New Jersey 


Please mail us booklet ““THE CITY OF CYCLOPS’’ 


THE THREE GIANTS 





Light Manufacturing 


NEWARK TERMINAL 
NEWARK, N. J. 
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June 9—Chicago, Ill—Examiner Smith: 
16856—Lumberton Broom & Mop Handle Factory vs. N. 0. & N. 
E. R. R. et al. 
June 10—New York, N. Y.—Examiner Griffin: 
16721—The Central Railroad Company of New Jersey vs, New York, 
New Haven & Hartford R. R. et al. 
June 10—Meridian, Miss.—Examiner Knowlton: 


’ a Traffic Bureau vs. Southern Ry., Director General 


1. & S. No. 1372—Meridian Rate Case, (Further hearing with respect 
to rates on brick and clay products, and common brick.) 
June 10—Chicago, Ill._—Examiner Smith: 
16747 {and Sub. Nos. 1 and 2)—George W. Pyott Sand & Gravel 
Co. et al. vs. Santa Fe et al. 
June 10—Kansas City, Mo.—Examiner Witters: 
1. and S. No. 2368—Intermediate points rule on cement between W. 
T. L. points. 
June 10—Washington, D. C.—Examiner Carter: 


|. and S. No. 2386—Increased rates on tobacco stored at Newport 
News or Morrison, Va. 


16955—Jones & Co., Inc. et al. vs. A. C. L. R. R. et al, 
June 10—Shreveport, La.—Examiner Ames: 
16714—(and Sub. Nos. 1 to 7, incl.)—S. Bender Iron & Supply Comes 
pany vs. K. C. S. Ry. et ‘al. 
16822 (and _ Nos. 1 to - incl.)—Smitherman & McDonald, Inc., 
vs. La. & N. W. R. R. al. 
June 10—Washington, D, ed Cassidy: 
16619—Security Cement & Lime Company vs. B. & O. R. R. et al. 
June 10—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 355—In re tentative valuation of the property of the 
International & Great Northern Railway Company. 
June 10-11—Argument at Washington, D. C.: 
14617—Acme Brick Company et al vs. A. & ™M. Ry. et al. 
And related cases (Known as Southwestern Brick Cases). 
June 141—Washington, ‘D. C.—Examiner Brown: 


* Finance No. 4827—In re application Stewartstown R. Co. for au- 
—s, Ne Sageire control, by lease, of the New Berk & Fawn 
rove 


June 11—St. Louis, Mo.—Examiner Worthington: 

16417—Helvetia Milk Condensing Company vs. Santa Fe et al. 

Fourth Section App. No. 12651, filed by C. M. & St. P. Ry., in re- 
rates on grain and grain products from LaCrosse, Wis., Minne- 
apolis, Minn., Transfer, Red Wing, St. Paul, Stillwater and Winona, 
Minn., to E. St. Louis, Ill., and St. Louts, Mo. 

June 11—Washington, D. C.—Examiner Law 

ree No, 3805—Excess income of the Litchfield & Madison Rail- 
way Co. 

June 11—Washington, D. C.—Examiner Turner 

a 3735—-Excess income of the Franklin & Abbeville Rail- 
way Co. 

June 11—Washington, D. C.—Examiner Boles: 

Finance No. 4812—A pplication of Terminal Railroad Association of 
St. Louis for authority to acquire control by lease of the rail- 
roads of the St. Louis Merchants Bridge Terminal Ry. Co., The 
ag a Louis Connecting Ry. Co., and The St. Louis Transfer 

y. Co 
June 12—Kansag City, Mo.—Examiner Witters: 

1. and S. No. 2228—Grain from Kansas City, Mo.-Kan. to C. & N. 

W. Ry. stations in Iowa (further hearing). 
June 12—Dallas, Texas—Examiner Ames: 

16839—-T. S. DeForest Company vs. Santa Fe et al. 

* I. and S. No. 2421—Cement and other commodities between Shreve- 
port, La., group and Texas 7s 
June 12—Chicago, Ill.—Examiner Smit 

16875 (and Sub. Nos. 1 and 2) Lehigh Stone Company vs. N. Y. 
C. R. R. et al. 

June 12—St. Louis, Mo.—Examiner Worthington: 

15150 (and Sub. No. 1)—Mississippi Glass ged et al. vs. Di- 
rector General, Alton & Southern R. R. et al. 

June 12—Washington, D. C.—Examiner Cassidy: 
13158—Nelson Fuel Company et al. vs. C. & O. Ry. et al. 
hearing.) 
June 12—Argument at Washington, D. C. 

15776—4 States Grocer Company vs. K. C. S. Ry. al 

“a ae a P a 4)—Plunkett-Jarrell- -Dildy Co. ‘J vs. N. O. T. & 

16074—Crescent Bed Company, Inc., vs. A. & V. Ry. et al. 

June 13—Dallas, Texas—Examiner Ames: 


* 1. and S. No. 2422—Combination rule on brick and related articles 
in Texas. 


(Further 
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June 13—Washington, D. C.—Examiner Davis: 
Finance No. 4842—In the matter of the joint application of the 
Meadville Telephone Co. and the Bell Telephone Co. of Penna. for 
a certificate that the proposed acquisition of certain properties in 
Pennsylvania will be of advantage to the persons to whom service 
is to be rendered and in the public interest. 
June 13—St. Louis, Mo.—Examiner Worthington: 
16930—Dillman Egg Case Company vs. Santa Fe et al. 


June 13—Saginaw, Mich.—Examiner McChord: 
16810—The Lufkin Rule Company vs. Michigan Central R. R. et al, 
June 13—Argument at Washington, D. C.: 
45279—St. Louis Live Stock Exchange vs. eg Ry. 
16111—Duquesne Reduction Company vs. P. R. R. et al. 
June 13—Washington, D. C.—Examiner oer 
14629—Armour & Company vs, L. N. R. R. et al. 
hearing.) 
—_ 15—New York, N. Y.—Examiner Griffin: 


i. and S. No. 2416—Terne metal from eastern points to eastern and 
central territory. 


June 15—San Francisco, Cal.—Railroad Commission of California: 

* Finance No. 4682—In re application Alameda Belt Line to acquire 
a line of.road in Alameda Co., Cal., and to construct an exten- 
sion thereto. 

* Finance No. 4683—In re application Western Pacific R. R. to extend 
its line by means of car floats, lighters, barges and ferries, in 
Alameda and San Francisco counties, Cal. 

* Finance No. 4684—In re application A, &S.F Ry. for authority 
to extend its line by means of car "hee lighters, barges and 
ferries in Alameda and San Francisco counties, Cal. 

* Finance No. 4685—In re application Alameda Belt Line to issue 
capital stock. 

* Finance No. 4686—In matter of joint application of A. T. & S. F 
Ry. and Western Pacific R. R. for authority to acquire control 
of the Alameda Belt Line by purchase of capital stock. 


June 15—Mobile, Ala.—Examiner Knowlton: 


(Further 


et al. 
16942—Lerio Patent Cup Company et al. vs. A. F. & G R. R 
June 15—St. Joseph, Mich.—Examiner McChord: 
16908—Manufacturers Traffic Bureau et al. vs. Belt Ry. Co. of Chi- 
cago et al. 
June 15—Washington, D. C.—Examiner Cassidy: 
16757—The Jessup & Moore Paper Company vs. B. & A. R. R. et al. 
June 15—Tulsa, Okla.—Examiner Ames: 
16921—Tulsa Traffic Association et al. vs. Santa Fe et al. 
June 15—Chicago, Ill.—Examiner Smith: 
16831—Audebert Wall Paper Mills et al. vs. Ill. Cent. R. R. et al. 
June 15—St. Louis, Mo.—Examiner Worthington: 
16628—Manassa Timber Company vs. N. Y. C. R. R. et al. 


June 15—Kansas City, Mo.—Examiner Witters: 
16506 (and Sub. Nos. 1 to 15, incl.)—The Larabee Flour Mills Cor- 
poration vs. Santa Fe et al. 


June 15, 16 and 17—Argument at Washington, D. C.: 

be . RH et al, Commission of Oklahoma vs. Aberdeen & Rock- 
s 

13800—J. Waldrep et al. vs. Santa Fe et al. 

{age Dallas Chamber of Commerce et al. vs. A. & R. R. R. et al. 

14416—Little Rock Board of Commerce vs. A. & S. Ry. et al. 

15231—Board of R. R. Commissioners of Iowa vs. Santa Fe et al. 

15217—West Texas Chamber of Commerce vs. Santa Fe et 2. 

t. Louis Chamber of Commerce et al. vs. A. & R. R. et al. 
Fourth Section Apps. Nos, 12446, 12543, 12442, $594, iotés and 
701, filed by Agent F. A. Leland. 
June 15—Washington, D. C.—Examiner Davis: 

Finance No. 4809—Application of Chicago, Rock Island & Pacific 
Ry. Co. for authority to acquire control of the St. Louis-South- 
western Railway Co. by purchase of capital stock. 

June 15—Argument at Washington, D. C.: 

. and §S. No. 2097—Class and commodity rates from Atlantic Sea- 
board and defined territories to Southwestern destinations. (In con- 
nection with Nos. 13535 et al., Consolidated Southwestern Cases.) 

June 16.—Chicago, Ill.—Examiner Smith: 

is ee” eel Association of Chicago Heights vs. B. & O. 

et al. 


June 16—St. Louis, Mo.—Examiner Worthington: 
a and R. Mining and Mfg. Co. vs. Alton & Southern R. R. 
et al. 
June 16—Kansas City, Mo.—Examiner Witters: 


oo White Eagle Oil & Refining Company vs, D. & R. G. W. 
et al. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


Traffic Managers seaee S Commerce Cases 
Pgh Bike Antited ee ey Demurrage, 


INDUSTRIAL SHIPPERS SERVICE, INC. 





Complete Traffic Service. Rate and Classi- 

fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 

Car Tracing Service That MOVES FREIGHT 


Fifth Floor, Lincoln Bldg., Detroit | 115/°"seathe 


CHARLES E. BELL 
TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg., Washington, D. C. 


HAVE YOU A STEAMSHIP TARIFF? 
We are in position to eupoly 7 you with Steamer 


TRAFFIC SPECIALISTS tariff naming rates by Water vis 


Atlantic Seaboard to the Pacific Coast, also sup- 
lement service in connection with same at a 
iow cost. PRICE; Tariff, per copy $5.00 
Supplement Service, yearly Pad 
By CORPORATION, Agents 
2 Chamber ef Commerce Building 
* een, Les Angeles, California 


BISHOP & BAHLER 


TRAFFIC MANAGERS 
All Traffic and T: tion Matters 
Interstate Commerce and te Commission 


E. W. HOLLINGSWORTH 
Commerce Attorney 


San Francisco 
127 Montgomery Street 


Expert Reproduction of Exhibits, Graphs, Charts 
in Approved I. C. C. Form 
Combined Mimeograph, Multigraph and Printing 
Processes directly from rough copy. 
Binding a Specialty 
MIME-O-FORM SERVICE 
Southern Building Washington, D. C 


Oakland 
Bank of Italy Bldg. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-499 8. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 
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What Kind of 
Location? 


PERILS 


HEN a manufacturer or distribu- 

tor comes to us with a request to 

help him find a suitable location, 
this is the kind we look for: 


“A location that is easily and 
conveniently accessible to the great 
rail facilities that make Chicago 
the nation’s center of distribution. 


“A location that will not be 
choked by the traffic congestions 
that in parts of some cities make 
the movement of goods in or out 
slow and costly. 


“A location that is readily acces- 
sible to the type and volume of 
labor specifically needed. 


“Finally, a location that is con- 
venient and accessible both to the 
great local market that Chicago 
provides and to the arteries that 
lead out to the national market.” 


PEI 


HE Hodge, Nicolson & Porter or- 

ganization has specialized for a long 
time in the finding of those locations best 
fitted to contribute to the efficiency of a 
manufacturer or distributor. 


PORRIS 


ACTS about our service or about Chi- 

cago will be freely supplied to any 
member of your organization who would 
find them interesting or beneficial. 


POPS 


Hodge, Nicolson 
& Porter, Inc. 


Industrial Real Estate 


1782 Illinois Merchants Bank Bldg. 
Chicago, Illinois 
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NEW YORK 


SCRANTON 


BUFFALO 


ERIE 


CLEVELAND | 


FORT WAYNE 


——_—CHICAGO———_ 


THREE TRAINS DAILY 
THRU PULLMAN SLEEPING CARS 
AND COACHES 
PARLOR CAR & DINING CAR SERVICE 


Lowest Fares 


VIA 


Nicke Peate Roan 


in connection with 








Lackawanna Railroad 
Over Pocono Mts. and Thru Delaware Water Gap 


Free Side Trip to Niagara Falls 


with stopover at Buffalo 


Nickel Plate Road 


spells 
Transportation Service 
B. E. MORGAN 
Traffic Mana 


r er 
CLEVELAND, O. 


ooo OOOO E—ee=s=s=emes=SQe__=_=_=e__eeeEee—_e—eeeee—eeeeee eee O eee 








PORTLAND a 
DULUTH .°% 
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EDMONTON® 


oWINNIPEG 


S THIEF RIVER FALLS 


pr? 
BESSEMER 
MACKINAW 


city 


“MENOMINEE 


FREIGHT SERVICE \~ 


Between 


er . All Points in the East and South 


at : we 
“Northwest, Western Canada 


North Pacific Coast 


To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI- 
CATE. This document must be delivered railroad agent at initial point with the shipment and 
accompany same to comet ian port of entry.) 


AGENCIE S Pittsburgh, Pa., 2041 Oliver Bldg. 


Boston, Mane. 40 Central St. Kansas City, Mo., 738 Railway Ex. Bldg. Portland, Ore., 55 Third St. 
St. Louis, Mo., 2050 Railway Exch. Bldg. 


Buffalo, N 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. S: _ St. 
St. Paul, Minn., 1112 Merchants Nat'l Bank Bldg. 


Chicago, lil. ior Standard Trust Bl g. Memphis, Tenn., Porter B 
x! eed Bldg. Milwaukee, Wis., 68 Wisconsin St. San Francisco, Cal., 675 Market St. 
913 Majestic Bldg. Sault Ste. Marie. Mich. 


Cincinnati, O., 709 “Traction —, Minneapolis, Minn., Soo Line Bidg., Sth St. Seattle, Wash., 608 2nd Ave. 
Cleveland, O., *015 Union Trust Idg. and Marquette Ave. Spokane, Wash., 1006 Old Nat'l Bank Bldg. 
Detroit, Mich., 311 Free Press mee. Neenah, Wis. Superior, Wis. 

Duluth, Minn., 320 West Superior St. New York, Vostworth Eade. Tacoma, Wash., 1113 Pacific Ave. 


Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb * 10: Nas O. W. Bid Waukesha, Wis. 
Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, 'Pa., Roll Bidg. se Locust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


ROUTE YOUR FREIGHT---CARE SOO LINE 


Chippewa Falls W 
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SS 
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Have the 
LMS 
solve your 
distribution. 
problems 
in Britain 


Exporters to 
Britain 
A Distribution Plan 


to. 
Meet Your Needs 


The L. M. S. have created a new 
system of zone storage and distri- 
bution over the industrious areas 
of Great Britain. 

Using their own chain of 350 
rail-connected warehouses, they 
design special distribution plans 
to meet the requirements of 
every type of distributor at the 
minimum cost. 

L. M.S. will be pleased to work 
out a plan to meet your own 
particular needs. 

Traffic Managers and Freight 
Forwarders are invited to address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND & SCOTTISH 
RAILWAY OF GREAT BRITAIN 


One Broadway New York 
LMS 


GREAT BRITAIN 


LONDON, MIDLAND & SCOTTISH 
RAILWAY OF GREAT BRITAIN 
“THE BEST WAY” 


350 Warehouses. 
Ten million feet of space. 


The cheapest and most 
convenient form of dis- 
tribution in Britain. 
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THE CHESAPEAKE AND OHIO RAILWAY 


penetrates the richest field of history in America 


COLON IAL | 
VIRGINIA | 


Some Historic Points or pRadvsy 
| heehee Ohio Ra 


COLONIAL VIRGINIA 


The Cradle of the Republic 
The Theatre of Two Great Wars 
The Birth Place of 8 Presidents 





From the Alleghanies to Hampton Roads on line of 
the Chesapeake and Ohio is found a country abounding in 
historic lore. 


Staunton, Va. the birth place of President Wilson— 
Monticello the home of Thomas Jefferson at Charlottes- 
ville—Richmond the capitol of Virginia founded in 1737— 
Williamsburg, Va. the oldest incorporated city in America 
—Jamestown nearby is perhaps the most interesting of all 
historic places in Virginia. Yorktown where Lord Corn- 
wallis surrendered his sword to George Washington. 


Write to the undersigned for ‘‘Colonial Virginia” 
Resort folder and other literature. 


T. H. Gurney, General Passenger Agent, 
RICHMOND, VA. 


THE CHESAPEAKE AND OHIO RAILWAY CO. 
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Dependable Movement 
ght 











BETWEEN ALL POINTS IN 


CENTRAL ELECTRIC RAILWAY 


TERRITORY 
Look at the map and you can see at a glance the many important Cities 
and Towns that can be reached 


Take advantage of this Service—it means 


EXPEDITED DELIVERY 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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| UnitedSte States Government Fréight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE} AMERICAN DELTA LINE) AMERICAN DIAMOND LINES | AMERICAN DISPATCH LINE 


New Orleans and other 

































































Philadelphia Rotterdam 
New York to Trinidad, Gulf Ports New York to Amsterdam| CGulfPorts (except New Orleans) 
Gin Cleese eel ( a. bile) Philad aa? every 10 days to 
except Mobile t Antwerp . 
Virgin Islands ’ a “08 ho — bd ry 12 rr c ~ East Coast of South America 
Fortnightly Sailings Brazil and River Plate Ports ar ne vm emesine A Sailing Every 3 Weeks 
Fortnightly Sailings ——- Pa: ” 
COLOMBIAN STEAMSHIP CO., (inc.) | MISSISSIPPI SHIPPING CO., (inc.) MUNSON STEAMSHIP LINE 


BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


AMERICA FRANCE LINE 


17 Battery Place New York City 





New Orleans, La. 


Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES 


New Orleans to Irish, United Kingdom 





67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 








Managing Operators 

















































North Atlantic Ports to allMediterran- | Baltimore to Havre 
bape ya at Ports —e coment: ——— Sea a 2 Dunkirk New York to India 
New Ori a rare: lend Me t= — and Levant Ports, French Mediterran- ailing every 20 days 
ewe a ‘ahtle S. ‘lit anchester! 2an,WestCoastof Italy. 2SailingsaMonth New York to Danka, Monthly Sailings 
New OQtus nod Cananteote te London| North African Ports with editerran- 










A Sailing every 10 days 
Philadelphia to Bordeaux 
New York St. Nazaire 


ean or Adriatic Ports as cargo offers 
Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 


and Hul 
Monthly Sailings 
Houston and Galveston to 

















ROOSEVELT STEAMSHIP 






















Greek S Coast Ports and Alex- A:Sailing Every 20 Days COMPANY, (Inc. 
repoct Manchester” =| Sa Sen cetam sn ee | ASaiing Brey 20 Dae gga te 
THE EXP: EAMSHIP CORP. 2 1 | 44 r St. ew Yor 
UNITED GULF S.S. CO., (Inc.) Zaaies’ - wisi York City 42 Broadway New York City Beaver St 


Whitney yy net a -» New Gdeous, La. 





Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 


New York to London South Atlantic Ports to 



























































































North Atlantic Ports to Gulf and S. Atlantic Ports to 
Bal Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
altimore to Hull Monthly Sailings Monthly Sailin - West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 
Philadelphia — aaa ee and ( nay Ports woth A ) Constantinople, Malta, 
to u ntwerp a, Japan an iIppines : A 
er " Leith Monthly Sailinge : Me nth s sings ~ North ge ye = Bizerta) 
allings 2 Bonth AT UNITED GULF S. S.CO., (Inc. 
J. H. WINCHESTER & CO.,(Inc.) | THE CAROLINA COMPANY | RENTAL S. S. CO., (Inc.) ee 
17 Battery Place New York City arleston, 5. ©. 17 Battery Place, New York City New Orleans, 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE AMERICAN SCANTICLINE| AMERICAN AMERICAN 
N raz. n 
Beten =i C&iverPate New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
Monthly Sailings Baltimore N. Vash New York 
— Brazil and to ow oe (Gulf via New York as offers) 
Jacksonville to oer Plate Scandinavian and - to 
Savannah Monthty Sailings Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 
Se. eo 2 Salings a Month no "Mcntiy Sands 










Monthly Sailings 
Monthly Sailings A. H, BULL-& COMPANY, (Inc.) 
MOORE & McCORMACK CO.,(Inc.) w A. H. BULL & COMPANY (Inc.) 
2emargnaencggting cone. | MEOREAMeCORMACK Sout | 4oWon sect New York | aPifeatSic’ MNT Eiy 








Managing Operators 









Managing Operators Managing Operators Managing Operators 


ATLANTIC GULF-WEST MISSISSIPPI VALLEY|MOBILE OCEANIC LINEJ|ORIOLE LINES 
AUSTR ALI AN LINE MEDITERRANEAN LINE EUROPEAN LINE Mobile, Pensacola, Liverpool. Fortnightly Sailings 































































Tampa, Jocksenville, Savannah New Orleans Gulfport <a en Formghiy Selngs 
arieston to 
New York to Australian] London, Rotterdam, Antwerp ee Licupaat a "to Mancteser, Arenmouth Ca ew i 
and New Zealand Ports a oe H oo Londen Swe eaten sotines on 10 Re 

Monthly Sailings Portuguese and Spanish Atlantic Port prep nacar sued , , TP» | Boston, Baltimore, Hampton Rds., Phil. 
‘Monthly Sail 2 Sailings a Month Rotterdam, Hamburg, _|to Glasgow. Fortnightly Sailings 
UNITED STATES & Spanish Mediterranean sad North Bremen Baltimore, Philadelphia, New York to 

AUSTRALASIA S.S. CO. | Aisican Forts (West of Bixerta.) | MISSISSIPPI SHIPPING venie = - ~ yeee 
aa “6 A Sailing every 20 days Co. (Inc.) WATERMAN S.S. CORP. Baltimore New Yerkte Bellat,Dabin, 

8-10 Bridge St., New York City o AMPA INTEROCEAN S. S. CO. Slicer Gitsann Ba. Mobile, Ala. -s , Moreh te 
Managing Operators ” Me tees % Managing Operators Managing Operators ea ggg le ery a 166. 
PAN AMERICA LINE) SOUTHERN STATES LINE/T FY AS STAR LINE|UNITED STATES LINES] YANKEE LINE 


New Orleans toRotterdam, Am 


























terdam. Saili: thi e 
New York to one y 7. on egg Sentech Giieuten New York to Southampton | Baltimore, Hampton Roads, 
Ri wa Hamburg. 2 Sailings a Month A Sailing every 3 Weeks Philadelphia, Boston 
o de Janeiro, Santos, Galveston to Bremen and H to Sow Wash - : 
. Sail Month ; 
Montevideo and gS ow har Havre and Antwerp t os aB 
Buenos Ai Bremen and Rotterdam Weekly Sailing - a om a 
oe es 2 Sailings a Month Bremen 











Houston to Bremen and H 
burg. 2 Sailings a Month 
LYKES BROS.-RIPLEY S.S. 
CO., (Inc.) 
925 Whitney Central Bldg., 
New Orleans, La. 
Managing Operators 


2 Sailings a Month 
Fortnightly Sailings 
MUNSON STEAMSHIP 
67 Wall Street New York Ci 
Managing Operators 


LYKES BROS. -RIPLEY 
S. S. CO., (Inc.) 


Houston, Texas 


Weekly Sailings 
















UNITED STATES LINES ROGERS & WEBB 
45 Broadway New York City|110 State Street Boston, Mass. 


Managing Operators 




















Managing Operators Managing Operators 


UNITED STATES SHIPPING BOARD FLEET CORP. | RP. | 












aman 
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SOUTH ERN PACIFIC LINES 


' WE paces! @ OFF LINE AGENGIES 


® GATEWAYS |. 









Where to reach them 







oe" ra (0 
cs * Bringer wer 


Yesterday—T oday—T omorrow 


: pucibarige ede the spanning of the deserts and mountains, where our 
sturdy pioneer fathers overcame almost insurmountable barriers. 











TODAY, a transportation system of over 15,000 miles of rail lines in 
eight great American and five great Mexican states, and steamship lines 
Galveston and New Orleans to New York. 














TOMORROW: New lines, to cost approximately $14,000,000, under con- 
struction between Tepic and La Quemada, Mexico, forming a through 
route from California to Mexico City via the West Coast. New construc- 
tion under way in Arizona, to cost upwards of $14,000,000, will provide 
railroad service for the rich, irrigated Salt River Valley and shorten already 
existing hauls to important sources of traffic. And the construction of 
the Natron Cut-Off, 108 miles over the Cascade Mountains between Kirk 
and Oakridge, Oregon, at a cost of nearly $16,000,000, will penetrate a 
rich and promising territory now without railroad facilities and furnish a 
shorter route with better grades between Oregon and California! 


For Information 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 
—The Postman Knows Him. 











